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Suggestions as to Experiments on Train Resistances. 








NasHVILLe, Tenn., Dec. 23, 1875. 
To THE Eprtor oF THE RarLRoAD GAZETTE: 

The interest shown by the distinguished gentlemen whose 
names appear in the article on experiments to ascertain train 
resistances, in the Railroad Gazette of Dec. 11 and 18, gives 
great encouragement to those who have wished for more relia- 
ble infurmation on the subject. 

The correspondence contained in these articles was no doubt 
published for the purpose of inducing other engineers to pre- 
sent additional views of the subject; and for this reason, and 
in the hope that they may contain something of value, I offer 
the following suggestions : : 

(1). If the action of the dynograph is to record the resistance 
by a pencil line on a moving piece of paper, that the paper 
should be made to move with (in proportion to) the motion of 
the train ; 

(2). That a clockwork be constructed (as may be easily done) 
to mark the paper with a dot or needle hole at short intervals 
of time, say as small as ten seconds, if found to be practica- 
ble; 

(3). That the weights of the wheels and axles with their 
radii of gyration, as wellas the weights of engine and train, 
be included with the data preserved with each experiment; 

(4). To obtain the frictional resistance of an engine in 
passing curves, under conditions as nearly like those it will 
encounter when moved by the driving-wheels, as may be 
done, that the dynograph be arranged so that the resistance 
may be measured when the engine is pushed forward by 
another engine behind it; 

(5). That the elevation of the outer rail on curves, and 
the original coning of the wheels, as well as their condition 
as to wear, be noted. 

In making these suggestions, it is not intended to assume 
that any of the points mentioned have been overlooked; but 
to show hdéw the diagram of resistances obtained as described 
may be used to deduce certain important information, as fol- 
lows: 

If the pencil describes a line of resistances on a paper which 
moves with a velocity in proportion to that of the train (by 
connecting the moving mechanism with a wheel), the dis- 
tance that the paper moves, or the direct length of the dia- 
gram, will represent the distance run by the train. 

The area developed by the line of resistance will give the 
work done by the engine in hauling the train. 

The grades and curves may be noted in their proper places 
on the paper, and the resistances and accelerative forces due 
to the former, shown by lines drawn above or below the zero 
line, are the scale of resistances. 


The effect of the grade in increasing or decreasing resis- : 


tauces may be described and then eliminated from the sum of 
the resistances. 

If a clock-work 18 attached to mark the paper at uniform in- 
tervals of time the distances between the dots or holes ina 
paper moving in proportion to the velocity of the train will be 
a direct measure of the mean velocity during that interval. 
Such a measure of velocity and its changes may be used in 
connection with the weight of the train, the weight of the 
wheels and axles and their radii of gyration, to calculate and 
describe a curve showing the work and resistances of inertia. 
The eftect of inertia in increasing or decreasing the resistances 
may then be eliminated from their sum. 

When this has been done, the line of resistances due to train 
friction alone may be drawn. ’ 

The differences between the tractive force on curves and 
straight portions of line will be shown on the diagram and 
also the velocity of the train at the time. 

A table of the resistances on a level, straight line, and the 
additional resistances on curves of different radii, for the av- 
erage velocities of trains of a standard character, might then 
be made, which would prove extremely useful. 

The effect of the elevation of the outer rail on curves, the 
coning and condition of wheels as to wear, the condition of 
the track, etc., in modifying the resistances in the table, could 
be found from a series of experiments made for the purpose. 
The length and diameter of axle bearings, their lubrication, 
length of trains, manner of loading cars, number of wheels to 
the car, the weather, etc., doubtless affect resistances to an ex- 
tent that might be found from diagrams taken on any line of 
road. t 

A close approximation to the work done by the engine in 
drawing a train over a road of given character, as to grades, 
curvature, etc., might then be obtained by calculation. First 
multiply the weights of the engine and train by their resist- 
ance at a slightly greater than the average velocity. The total 
resistance so formed, multiplied by the length of the road, will 
give the work done by the engine in passing over the road, 
supposing it to be straight and level. 

The velocity to be used in excess of the average could be ob- 


tained from the diagram of a train moving with the same aver- 


age velocity, and making the same number 
tion to the length of its run. 

The work done due to gravityin ascending grades will be 
equal to the total rise of grades multiplied by the weight of 
the train (including the engine). The work gained due to 
gravity in descending grades will be equal to the product of the 
total fall of the grades, less the work done by the brakes in re- 
tarding the motion of the train. 


of stops in propor- 








The first is to be added to and the second subtracted from 
the work due to train friction. 

If the curve friction should prove, as at present supposed, to 
increase in proportion to the degree of the curve, the total 
curvature may be assumed equal to an additional rise of so 
many feet, depending probably on the average velocity of the 
train. 

The work of the brakes in stopping the train will be equal to 
the weight of the train multiplied by the height in which a 
falling body would acquire the velocity of the train, plus one- 
half the living force of the wheels and axles, diminished by the 
traction, grades and curve resistances encountered while stop- 
ping; each multiplied by the distance in which it acts. These 
last might be estimated approximately, and an average work 
of the brakes for a single stop assumed, sufficient for practical 
purposes. 

When such results as the above have been obtained from 
the experiments, it will be easy to make simple and practical 
rules, by which the work of engines on a road of a given char- 
acter,as to grades and curvature, equipment, velocity of 
trains, number of stops, gauge and traffic, may be calculated. 

The consumption of fuel and water, oil and waste, and por- 
tions of the repairs of engines, will vary nearly as the work 
done. It is not improbable also that the wear of wheels and 
rails will prove to be some simple fraction of the work of the 
engines, the work of the brakes, and the average velocity of 
trains (provided the engines are not of a type to produce 
abnormal wear on curves), when that subject is thoroughly 
understood. 

It is to be hoped that a system of experiments which will 
furnish such important information, as indicated in the several 
articles published on this subject, will be promptly inaugu- 
rated and thoroughly carried out. W. B. Ross, C. E. 





Buffalo Lake Traffic in 1875. 

The Buffalo Commercial Advertiser of Dec. 21 gives the fol- 
lowing account of the lake traffic of that port during the past 
season. This traffic, more than any other one, is an index to 
the production and prosperity of the country. Chicago has a 
large grain and lumber mov t, but Buffalo’s traffic is sup- 
plied by the whole territory using the lakes as an outlet, and 


is an expression, to some extent, of the average shipments of 
this vast region: 


In another py of this paper will be found a statement of 
the receipts of flour, grain and miscellaneous articles by lake 
during the navigation season of 1875; also a comparative ex- 
hibit of the receipts of breadstuffs for the past forty years. 
These figures are of peculiar interest at this time, because of 
the prevailing impression that the grain trade is leaving the 
water for the rail route. 

In examining the statistics it should be remembered that 
navigation did not open at Buffalo last Spring until May 12, 
or twenty-four days later than in 1874, and that the heav 
shipments from the West closed several days earlier this Fall 
than usual. Indeed the season just closed was considerably 








shorter than the average, a fact which fully accounts for the 
falling-off in the receipts. The total receipts of grain, and the 
aggregate including flour reduced to its equivalent in wheat, 
for the past ten years, compare as follows: 


Grain, inc, 
Flour, bu. 


62,525,153 
57,967,661 

The aggregate decline in the movement of breadstuffs is 

500,000 bushels ; but the receipts yi pe exclusive of flour, 
show the falling off to be only 2,800 bushels. This decline 
was almost entirely mn the recei isof corn, which were 17,408,417 
bushels, against 22,392,856 bushels last year, 27,930,264 in 1878 
and 35,077,269 in the year oon The wheat’ movement 
aggregated 30,489,460 bushels, exc g the receipts of 1874 by 
over 2,000,000 bushels. In fact, the receipts of wheat last sea- 
son were the largest on record, those of —80,435,831 bush- 
els—standing next inorder. A large proportion of this im- 
mense business was done by steam barges and their tows. By 
their great capacity, re rity of movement and economy of 
working, these vessels have been enabled to bid defiance to 
all competitors. Every season the towing system is ee 
more popular, and the time is not remote when the principa 
part of the lake traffic will be done by mammoth barges. 

In coarse freights the decline is more noticeable than in that 
of grain. The soon of lumber reach 126,191,493 feet, against 
140,156,957 feet in 1874, and 212,500,960 feet in the year pre- 
ceding. ‘The loss at Buffalo is accounted for by the increase 
at Tonawanda. The business of our suburban port has in- 
creased of late years with astonishing strides. is diversion 
should never have been , and might now be arrested 
if those interested would make the proper effort. But so long 
as good facilities and ——os e are furnished at Tona- 
wanda for less money than th be obtained here, the 
decline in the lumber traffic of Buffalo will continue. The 
same peculiarity is seen in this business as in the grain trade 
—i, e., the tow-barges are rapidly absorbingit. Formerly many 
sail-vessels were kept employed in trans lumber from 
the Michigan forests, but barges can do the work so much 
cheaper that the sail-craft are being rapidly driven out of the 
business. 

The receipts of staves and hoops, which formerly constituted 
an important part of our coarse freight business, also show a 
decline. The receipts of staves by lake this year were 
15,312,116, against 22,235,809 in 1874, and those of hoops were 
21,963,200 against 25,184,900 last year. But this loss is not 
attributed to any diversion. The protracted war in Cuba has 
seriously interfered with the stave and hoop business. Prior 
to the breaking out of hostilities several large establishments 
in this city Se a remunerative trade with Cuba direct ; but 
now it is nearly all gone. 

The receipts of iron ore are over fi! cent. in excess of 
those of 1874, but they are considerably below those ef the 


evious season. ear, however, indicates 
greater activity ey | our iron man es and foreshadows 
a great improvement for another year. 
together the season now closed has been far from satisfac- 
tory. Few persons have made money in handling grain, and if 
the trade, as a whole, does not show a loss when the balances 
are struck, it will be as much as we expect. But this has been 
a “cut-throat” year from beginning to end. The ascertained 
fact that, despite the desperate efforts which have been made 
by competing routes, so small a loss of business is shown, even 
if, little or no profit has been made out of it, affords some 
ground for consolation, 


The increase this 


Correction of Assumed Altitudes In the United States. 


Mr. James T. Gardner, the Geographer of the United States 
Geological and Geographical Survey of the Territories under 
Prof. F. V. Hayden, has published an elaborate discussion 
of the evidence upon which rested the supposed altitudes of 
the Northern and Western United States, our great lakes, 
rivers, cities, mountains, &c. He had before him a collection 
of over 1,200 railroad and canal profiles, and among this mass 
were many conflicting statements. ected profiles were 
joined together into various lines extending from ocean tide 
gauges to the interior of the country. These lines focusing 
at great railway centers, gave the means of determining the 
altitude of them by a number of independent methods. Dif- 
ferent results accord so closely, and evidence is given with 
such completeness, that Mr. Gardner’s work must be consid- 
ered to have established the altitudes of the United States. 
The height ofthe mean surface of Lake Erie is shown to be 
573.08 feet, and of Lake Michigan, 589.15 feet above the sea. 
This differs —or from former results, and Mr. Gard- 
ner points out the old sources of error. The whole lake 
region is changed by the same amount as the lakes. 


The following are some of his results: 











Feet. 
The Cincinnati City directrix ........ccecccseescewesceeeees + 4630.74 
Pittsburgh main depot track ........sseccceececeeeseeeesees 746.00 
Harrisburgh, Pa., depot track ........s0006 seseeees 810.01 
Philadelphia City datum ..........ccsceececceseeeceesceeeers 8.73 
AERORG, GRO CED 1B GAUGE 0000 cc cccccccccccccccceccccccceces 4,84 
Lake Champlain ......... abe 100.84 
Lake Ontario, mean surface ... 2650.00 
Indianapolis, main depot track 721.75 
Cairo, city base of levels ..... +» 201.23 
Bt. Louis, city directrix ........cseccscscscsecccccccesseseese 428. 
me = city directrix .......... Poecccescccccccccecccoccooce 687.15 
Rock Isiand, C., R. 1. & P. depot track ..... .+..sssss.+ssec0+ ; 
Burlington, Iowa, Main street depot ...........sssseeeeeeees 631.61 
Omaha, of abutments of railroad bridge ............ eevee 1,069.40 
Kansas City, mark of - water Of 1844 .......ccceccceceses 770.77 
Denver, K. P. Railroad depot track .... 5,196.58 





Cheyenne, U. P. depot track ... 
Pike’s Pe 


These heights are largely different from previous estimates. 
Our great railway centers and entire States are raised 10 to 
115 feet in altitude. The whole of some parts of the continent 
seems to be much higher above the sea than was — ~ 
One of the most interesting results of the investigation is that 
it shows our American railroad levels to be very accurate when 
long lines are considered. The New York Central’ and Lake 
Shore & Michigan Southern railroads joined with the Iinois 
Ventral and Southern railroads to New Orleans, make a con- 
tinuous line of levels 1,800 miles long from New York Bay. 
They reach the Gulf of Mexico with an error of only two and a 
half feet. The two great independent lines—the Union Pacific 
and the Kansas Pacific railroads—reach Denver with a differ- 
ence of — | five feet. Such accuracy in American levelin 
speaks well for our engineers. The careful determination o} 
altitudes of high and low water at a number of points on the 
Ohio, ae and Missouri Rivers is one of the most im- 
rtant contributions, establishing, as it does, the true fall of 
hese rivers at different stages of water, a subject of which our 
previous knowledge was very inaccurate. Mr. Gardner closes 
with a list of altitudes of 150 carefully located points. Those 
especially interested in the paper will find it in the 1873 Re- 
port of the United States Geological and Geographical Survey 
under Prof. F, V. Hayden. 








——_ 
The New Portage Viaduct. 





When the New York & Erie Railroad was originally built 
from the Hudson River to Lake Erie, passing through the 
southern tier of counties of New York, the importance of a 
connection with the principal port and city of Western New 
York seems to have been much more fully appreciated 
by outside parties than by the directors and owners of the 
great railroad, While the main line was still unfinished, the 
Buffalo & New York City Railroad, from Hornellsville to Attica, 
which now forms part of the direct line over the Erie Railway to 
Buffalo, was begun by an independent company and opened for 
traffic about the same time as the road to Dunkirk. The coun- 
try traversed by this branch road, though hilly and pictur- 
esque, offers no special difficulties to railroad building, except 
the single problem of crossing the Genesee River, which runs 
directly across the route of a northwest railroad, and is sunk in 
a deep valley about 300 feet below the surrounding country. 
This problem was boldly solved by selecting the point where 
the banks were highest and the valley narrowest, and there 
crossing at a high elevation from bluff to bluff on the great 
timber viaduct designed by Mr. Seymour, which has since ob- 
tained a world-wide fame. The Genesee here flows through 
a remarkable chasm with rocky and precipitous sides; the 
width from brink to brink of precipice is just 500 feet 
and the depth 175 feet to the bed of the river: the grade line 
was fixed 60 feet above the top of the precipice, so that the 
greatest height of the viaduct was 285 feet, and its full 
length from bank to bank 850 feet. Considering the early date 
at which it was done, the location of the railroad across this 
chasm and the construction of the viaduct must be regarded 
as one of the boldest and most successful feats of American 
railroad engineering. 

The timber viaduct rested on masonry piers, which were 80 
feet high in the chasm, and was built in spans of 50 feet each. 
Its general plan is familiar to all engineers.. Its design was 
such that any single timber could be removed, and it was kept 
in repair by constantly renewing the decaying timbers. It 
was opened for traffic in August, 1852, and for nearly twenty- 
three years it continued in constant service. Early in the 
morning of May 6, 1875, it took fire and was totally destroyed. 
The fire was discovered about two o’clock, and the sight of this 
night conflagration is said to have been wonderfully grand. 

It was decided almost immediately to replace it with an iron 
viaduct, and to make no attempt at building a temporary 
structure, On July 81, 1875, the new bridge was ready for use. 
In the meantime the traffic of the Buffalo Division of the Erie 
Railway had been sent by way of the Rochester Division to 
Avon, and thence by way of Batavia to Attica. 

The new iron viaduct was designed by and built under the 
direction of Mr. George 8. Morison, principal assistant engi- 
neer of the Erie Railway; the Watson Manufacturing Company, 
of Paterson, were the contractors for the iron work; Messrs. 
Stephens & Fagan, of New York, and Mr. John Hichler, of 
Buffalo, for masonry work; the New York & Long Island 





Coignet Stone Company for the repairs of the old piers; while 
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*he timber floor and other work of the kind was done by the 
carpenter force of the railroad company. 
The masonry was so much injured by the fire that it was 


found necessary to rebuild the small piers on either bank, and b 


to make extensive repairs of those in the chasm, three of which 
were entirely abandoned. 

The new viaduct is 820 feet long over all, and 285 feet high 
from bed of river to rail ; it contains ten spans of 50 feet each, 
two of 100 feet and one of 118 feet. It is entirely of iron, except 
the floor, which is of timber and designed especially to inter- 
pose an elastic cushion between the passing trains and the 
stiff iron structure. The trusses rest upon two post bents, each 
pair of adjacent bents being braced together, so as to form a 
skeleton tower; of these towers there are six in all, each sur- 
mounted bya 50-feet span of bridge; the two trusses are placed 
20 feet between centers, and the posts of the towers have a bat- 
ter of 1 in 8, so that the principal tower measures 20 feet by 50 
at the top and 70 feet by 50 at the base. Two of the towers are 
200 feet high, one is 162 feet high, and the other three are less 
than 50 feet. The towers are built to carry the full weight of a 
double-track superstructure with its load, but, the trusses as 
now erected are only for a single track. The towers are built 
in 25-feet sections, with horizontal struts at the top of each 
section and diagonal rods. The columns are of If sections, 
made of three plates and four angle irons, measuring 15 inches 
square, and laced on the fourth side; each section of column 
rests directly upon the one below, without the intervention of 
a joint-box; the connection is made by a pair of tenon plates 
riveted to the lower section, and a pin passes through them 
and the upper section, which pin serves also for the attach- 
ment of the diagonal rods; a second pin, a few inches below 
the joint, provides for the attachment of transverse struts and 
rods. Expansion is provided for at the base of the towers 
by placing the south side of each tower on rollers, while 
the north side is secured by dowel pins; expansion in the 
direction of the length is provided for by placing one end 
of every second span on rollers, while a slotted link limits the 
amount of motion to that actually required to provide for 
changes of temperature. The trusses are of the Pratt pattern 
and of simple design. The timber floor is formed of oak beams, 
8X14 in., placed only 10 inches apart and resting directly upon 
the upper chords of the trusses; they are stiffened by a 9X9in. 
ribbon on each side of the track to which every beam is bolted. 
A plain wooden railing and foot walk complete the floor. 

The towers were raised with no other falsework than a mov- 
able frame, which was successively transferred from the top of 
one section to that next above it, and formed a stiff scaffold to 
which were attached the blocks and lines used in raising the 
iron. To raise the long span trusses, light temporary trusses 
were built with wooden upper chords, sprung apart at the cen- 
ter into a bow shape, so as to require no lateral bracing, and 
with V shaped posts; these trusses were put together in 
the bottom of the chasm and raised by block and falls to 
the upper section of the tower, where a scaffold was 
erected on them, and the permanent truss was at once put to- 
gether. All the iron for the main towers was lowered into the 
chasm and then raised into position, an arrangement which re- 
quired a great deal of handling of material, but enabled the 
work to proceed with great speed; the superstructure was 
run out from each and over the top of the viaduct. 

The total weight of iron in the viaduct is 1,310,000 pounds, 
while 18,300 feet B. M. of timber and 28,000 pounds of iron in 
bolts, washers, etc., were used in the floor. The entire cost of 
the structure above the masonry was about $95,000. 





THE SCRAP HEAP. 


Railroad Manufactures. 

The Elmira, (N. Y.) Rolling Mill is running with about 300 
hands employed. 

The Hackettstown (N. J.) Iron Company’s furnace has 
blown out, but will shortly resume work, running on Bessemer 

ig iron. 
e ‘the United States Rolling Stock Company has begun work 
on two engine sheds, each 750 feet long, in its yards at Urbana, 
O. There are now about 500 cars in the yard, and a consider- 
able force is employed on repairs. 

The Paxton furnaces at Harrfsburg. Pa., are both out of 
blast, and will peeeeey remain so until Spring. ' 

The St. Louis Bolt & Iron Company’s large mill is running 
the day turn on rail joints, and the small mill double turn on 
bar and chain irons, spikes and bolts. ; ‘ 

The Fox River Iron Company at Depere, Wis., will put one 
stack of its blast furnaces in blast soon after Jan. 1. 

The Akron Forge Company, at Akron. O., manufactures axles, 
coupling links and other railroad forgings, the links being 
mate upon a patent die peculiar to these works. The main 
building is 253 by 60 feet, contains five furnaces aud four steam 
hammers and is connécted by sidings with both the Atlantic & 
Great Western and the Cleveland, Mt. Vernon & Delaware 
roads. Mr, George T. Perkins is President and John Mc- 
a Treasurer of the company. 

The Cincinnati Iron Bridge Company has closed a contract 
for a bridge 480 feet long over the Hudson River from Lan- 
singburg, N. Y., to Green Island. 

ork on the new Bessemer steel mill for the Vulcan Iron 
Works at South St. Louis is being pushed forward, and it is 
— that it will be finished in ch next. 

here has been some delay on the part of the contractors for 
the new steel works in connection with the x pew (Til.) 
— Mill. It is now thought that they will be ready for use 

y June 1. 

The Harrisburg (Pa.) Patriot says: “The order for 17 con- 
solidation engines was given at the Altoona shops, Pennsyl- 
vania Railroad, on Nov. 8, and on Saturday, Dec. 11, they were 
all on the road ready for business, a feat in mechanism truly re- 
markable. It has been boastingly said of the Baldwin Locomo- 
tive Works, in Philadelphia, that ig | can turn out an engine 
aday; so can the -—¥ of the Pennsylvania Railroad at 
Altoona, and, remarkable as it may seem, in even less time.” 

The Cleveland (O.) Review says: “Messrs. Homer Hamilton 
& Co. have just completed a seven-inch train for the tomer 
town Rolling Mill Co. The bed plate weighs 7,200 pounds. 
The train will be placed in position in the mill in a few days, 
an addition having been lately built for its accommodation. 
The Baldwin Locomotive Works. 

The’ steam street car constructed at these works, which was 
described in the Railroad Gazette for Dec. 4, 1875, has been 
sent to Brooklyn, N. Y., for trial ona street railroad there, 
one-half the expenses of the trial being guaranteed by parties 





interested init. It a mene that a full opportunity for i- 

ment with it was not H owed in Philadelphia, the ity anthort. 

ties heen | iy oe! fearful that it might cause trouble 
alarming horses. 


y In Brooklyn, on the other hand, ev 
facility for the trial will be given. Pigs 


The works are now building some engines for the New York 
Elevated Railroad. 


British Rail Exports. 


The Board of Trade report shows exports of railroad iron of 
all sorts as follows :° 


1875. 1874. Inc, or Dec. P.c, 
November : 
To United States......... 121 2 Ine... 119 6,000.5 
To all countries.......... 33,621 47,804 Dec... 14,183 29.7 
Jan, 1 to Nov, 30: 
To United States......... 6,959 11,251 Dec.. 4,292 38.1 
To all countries.......... 521,833 753,341 Dec. . 231,508 30.7 
Of the total ae, the awerage value was £12% per ton in 
1874 and £10 in 1875. 
A Road M by Solid Men. 


The Indianapolis Journal says: ‘‘The aggregate weight of 
the eighteen general officers of the Cleveland, Columbus, Cin- 


cinnati & Indianapolis road is 3,792 pounds, or an average of 
221.7 pounds each. C. C. Gale ranks first, vages 285 pounds; 
J. H. Deveraux, 265; H. B. Hurlburt, 252; E. 8. Flint, 211; 


Robert Blee, 231; R. H. Shumaker, 185; Alfred Ely, 185; Lu- 
cien Hills, 190; 8. F. Pierson, 205; G. A. Russell, 175 ; W. F, 
Smith, 202; H. M. Dick, 211: Frank Ford, 196; H. A. Popple- 
ton, 198; C. Potter, 182; L. 8. Young, 172; A. G. Wright, 195; 
George burt, 271. Gaylord Beach, 

to hear from.” 


An Easy Berth. 


The St. John Telegraph says that one of the station-masters 
appointed to the stations on the newly opened Northern Divi- 
sion of the Intercolonial, took up with him to his post gun and 
dogs and a full set of Bulwer’s works. As he is not at all likely 
to have any such matters as passengers or freight shippers to 
disturb his leisure, he evidently intended to make it pleasant to 
himself if not profitable to the road, 


The Pursuit of Information. 

The Belfast (Me.) Journal says: ‘* Until the Keeler motor 
gets into operation there can be no way that a mancan get 
away from a creditor so quickly and easily as by taking pas- 
sage in the cars. And then to the verdant man, the man who 
knows more about home than he does of anywhere else, the 
car is the plgce where he can find bits of wisdom lying round 
thick as feathers in a barnyard after the moulting season. We 
were standing outside when the brakeman, noticing our intel- 
lectual head, asked us what was our opinion of the Miller plat- 
form? We told him that whenever we grappled with politics 
we seemed to be g ping around in the dark, going upa new 
street in the night-time without a lantern, but if Miller’s plat- 
form was ‘or hard money anda gradual resumption of— ‘Grad- 
ual resumption!’ said the brakeman; ‘this is the Miller plat- 
form you are standing on; itis a safeguard against accident;’ and 
then we felt small enough to be threaded t' “— the eye of a 
cambric needle. Then that brakeman said, ‘‘Well, I suppose 
you know about the Westinghouse brake » ‘Oh, yes!’ we 
said, ‘we heard of their failure; bust up for over a million, 
didn’t they?’ And when he told us it was not a failure, but a 
patent car brake, we could not see why a flash of lightning 
could not drop down and destroy us. Then we went inside 
and the brakeman came in and took a key out of his pocket, 
unlocked the stove, put in some wood and locked the door 
again. We asked him what he locked the stove door for, and 
he shut up his left eye and said he locked the doors so the fire 
couldn’t go out !” 


The First Railroad in America. 

Nova Scotia, it appears, is disposed to claim the honor of 
having built the first railroad in America. The Amherst 
(N. 8.). Maritime Sentinel says: ‘‘Nova Scotia claims the 
honor of possessing the first piece of railroad laid down on the 
American continent. It is the coal road from the Albion 
Mines in Pictou County to their shipping wharf. When first 
built the rail was flat with a groove in the center in which ran 
the beveled wheels of the engine and cars. The modern rail 
has since been substituted. ere may yet be seen daily ply- 
ing on the road the third steam engine that was ever manu- 
factured. It was built by Stephenson in England. His first 
was an open cylinder boiler, his second was an experiment in 
introducing tubes into the boiler to get more heat; his third 
was a perfect machine after this manner, and was purchased 
by the Coal —— and sent to Pictou, N. 8., where it may 
yet be seen in splendid working order.” 

No dates are given, but we presume they can easily be sup- 
plied and the claim either established or set aside. 


Early Railroads in Schuylkill Oounty. 

The meyer Railway World says: At the time of the 
completion of the Philadelphia & ng Railroad, in 1842, to 
Mount Carbon, which was then its terminus, they had pro- 
gressed merely to the entrance gates of the great Southern 
anthracite coal field. There was much nvore work to be done 
before they could secure the heavy coal tonnage for which they 
were aiming. All the railroads in Schuylkill County leadin 
from the landings or shipping wharves on the Schuylkill Cana 
to the collieries were in their superstructure wooden roads 
strapped with flat bar iron; they were not adapted to the 
movement of the heavy cars of the railroad company, and it 
was entirely impracticable to run locomotives over them. 
Moreover “7 had connection only with the Mine Hill, Little 
Schuylkill, ount Carbon and st and West Norwegian 
branches, and were obliged to build a road from Mount Carbon 
to Port Carbon, to make a junction with the Mill Creek and 
Schuylkill Valley railroads. These roads were owned by differ- 
ent incorporated companies,’who levied tolls on the coal trans- 

rted over them of from three to four cents per ton per mile. 

n connection with these roads were many short branches, 
with steep grades, leading directly to the mines, and running 
at right angles with the main stem. The cars were moved ex- 
clusively by horse power, at a heavy expense to the operator, 
and this was continued until the Philadelphia & Reading Com- 
any acquired the control of the roads, and rebuilt them with 
rail, which enabled them to run their engines to the mines. 
It was some time, however, before they attempted to run their 
locomotives over the short branches with steep grades, an a 
prehension existing that it could not be done with safety. e 
nirst appearance of the locomotive at the mines was always a 
startling and interesting event to the inhabitants, who gene- 
rally assembled, men, women and children, to witness the 
wonderful performance of the iron horse. 

“In connection with the old system of hauling cars by horse 

wer, we will mention a very curious and amusing contrivance 
for carrying passengers from Port Carbon to rora and 
back, on the Schuylkill Valley Railroad, which was in operation 
a number of years, and was a great convenience to the travel- 
ing public. e y of a stage coach was mounted on a car 
truck, and drawn by two horses on the railroad, making daily 
trips and carrying sometimes as many as twelve passengers. 
The proprietor of this primitive passenger train of one car was 
Stephen Jones, of 'L ua, who, we believe, is now keeping a 
hotel in that place, and thus continues to serve the traveling 
public. Now Stephen had an inkling, even at that early day, 
of what is now called ‘rapid transit,’ and although he encoun- 
tered in his trips trains of coal-cars going to and coming from 


eneral Land Agent, is yet 


the mines, jogging slowly along, he managed dexterously to 
pass them by crossing from one track to the other—no turn- 
outs being convenient—by simply blocking the front wheels 
and urging his horses in the right direction ; with a loud vol- 
ley of ai ‘short, sharp and decisive,’ he pursued his 
way with wonderful e on. The motion of the car was 


not v assuasive to gouty individuals, but was said to be 
highly beneficial to dyspeptics. Thus thirty-five ears ago 
Stephen Jones afforded sufficient accommodation to the travel- 


ing public which now requires three or four trains of four to 
five Reading cars each way daily.” 


Aocident Oaused by Lightning. 

The London (England) Pall Mall Gazette of Oct. 1 says: “The 
thunderstorm which occurred on Friday evening was the cause 
of a railway collision. The 10 o’clock goods trains from Wim- 
bledon arrived at West Croydon shortly before 12 o’clock, havin 
been considerably delayed by the weather, and was left stand: 
ing below the station while some passenger trains were being 
shifted, when the 12 o’clock passenger train from Victoria, 
which _— round by Wimbledon, arrived at Waddon Marsh, 
where there isa signal station. The line is worked on the 
block system, and as the electric indicator showed that the line 
farther on was blocked, the train was stopped, and the driver 
waited the signal from West Croydon to go on. The train had 
remained stationary about five minutes when, directly after a 
vivid flash of lightning, the arm of the indicator dropped and 
the bell inside the signal-box rang, as is usual when an electric 
message is received. The line being thus signaled “ clear,” as 
was believed from West Croydon, the signalman ordered the 


: driver to goon, which he did; but on the train rounding a curve 


a short distance on, he perceived train on 
the line directly in front of him. He endeavored to 
stop the train, but was unsuccessful, and the fore part of the 
ssenger train ran into the rear part of the goods train. For- 
unately, however, the damage occasioned was but slight. The 
uard of the passenger train received a few contusions, but no 
ones were broken. The brake-van of the goods train was 
slightly injured, but the passenger train sustained little or no 
damage by the collision. It has been ascertained, it is said, 
beyond doubt that the accident was entirely due to the action 
of the lightning on the signalling apparatus.” 


Oost of Water Supply. 


The Port Jervis (N. Y.) Gazelte says: “But very few persons 
have anything like a correct idea of the amount of money it 
costs the Erie Railway Company for the water it uses. Last 
yor that corporation paid for water alone in Jersey City some 
22,182. The eggrege the Erie pays along its whole line must 
be enormous. pays about $600 per annum for a little water 
in Goshen; and at Middletown, where a great quantity is used, 
three tanks being constantly employed, it pays about $2,700. 
In our own village, where an immense quantity of water is nec- 
essary for the supply of engines and motive power, the Erie 
pays annually nearly $5,000.” 


Saving Time on Passenger Runs. 


The Danbury News says: “A Danbury man is confident that 
in time pater trains will be run at the rate of a milea 
minute. eis evolving a plan for taking on passengers with- 
out stopping the train, and thus save this time fin running. 
He thinks a rack formed of a scoop made of netting, with a 
back to it, and a horizontal bar 10 inches below, will do it. 
This is tobe attached to the car and worked on a powerful 
hinge. He was in Merrill's grocery with a rough model of his 
machine last evening, explaining its working to an interested 
auditory. His idea is to have the passengers stand in a line on 
the station platform, with their backs to the approaching 
train, and near enough to where it will pass to bring them 
with.n range of the scoop. On the approach of the rack the 
horizontal bar strikes the expectant passenger in the hollow 
back of the knees, which causes him to lop backwards, when 
he is caught in the scoop and whirled into the car, and the 
next rack back takes the next forward passenger, and so on 
until all are taken up. 

“*How are you going to land them people who stop at way 
stations?’ asked a disagreeable person who was sitting on a 
soap-box. 

“*Tand ’em!’ cried the inventor, in a tone of unqualified 
disgust. ‘Who said anything about landing ‘em? Thav's 
their own lookout, I guess. A railroad takes them to the place 
where they are going, an’ that’s all it agrees todo. I ‘spose 
you’d expect a railroad company to hunt you up a hotel, an’ 
carry your trunk up to your room, an’ cook your supper, an’ 
tuck you in bed, an’ wind up your watch, wouldn’t ye?’ and 
the speaker glared at the interrupter with such intensity as to 
cause him to shrink up fully one-half. 

““*A hog’s a hog wherever you're a mind to put him,’ ex- 
claimed the inventor, as he picked up his model and straight- 
way left the store.” 


the goods 


Holidays and Passes to Employes. 


In the course of an article on the complaints of the men in 
the serviee of the Northeastern Railway of England, the Rail- 
way Service Gazette y 

“We are told that three years ago the directors of this rail- 
way granted to all men in the passenger and out-door goods 
departments an annual holiday, and free passes to any part ot 
the o_o the length of time allowed off duty being accord- 
ing the respective positions of the men. Inspectors and 

uards eo ge en to have seven days’ holiday; signalmen, 
oremen and shunters, four days; A | vorters, three days. 
The signalmen complain that, although they may be in the 
service 20, or even 30 years, they never become entitled to 
more than four days’ holiday, in accordance with the above 
agreement, while, on the other hand, guards who may only 
have been in the service a very short time are entitled to seven 
days. The necds of signalmen, in respect of holidays, are 
more pressing than those of guards. Many signalmen are con- 
fined during the whole time of their duty in ill-ventiJated 
signal-boxes, to the great injury of their health, whereas the 
avocation of a guard is conducive to the maintenance of good 
health in an unusual degree, on account of the great quantity 
of active and out-door employment which it involves,” 





Texas Freight Bates, 


. 

The Galveston (Tex.) News of Dec. 20 says: “The presence 
of railroad freight agents, representing different lines, in 
Houston, yesterday, is uncerstood to have had reference to a 
proposed reduction of rates, both through and local. Another 
object of the conference is reliably reported to have been a re- 
arrangement of classifications of freight, such as might suit 
the views of the various Texas roads and their connections. 

“In relation to the alleged delay of traffic on the Central and 
International roads, it may be asserted on the best of authority 
that no detention of freight exists on either of the lines men- 
tioned, ezcept that occasioned on the Central by the break 
of bulk by the change of gauge at Hearne, and which will, in 
all likeliheod, be roads by the company. 

‘As to the International, that road handles at twenty-four 
hours notice, at the furthest, all freight, and the largest 
amount of freight consigned to its agents, whose promptness 
as well as that of the agents and officers of the Central, is well 
known. There has existed, however, according to the best in- 
formation to be obtained, a delay of traffic over the Texas Pa- 
cific, and freight consigned to points on the Central and Inter- 
national—a fact owing to the lack of rolling stock on the Texas 





Pacific and other causes,” 
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THE BOSTON BUSINESS. 





A few weeks ago, New, York merchants found their sales 
to Western consumers seriously affected. Buyers accus- 
tomed to deal with them, on ascertaining prices, declined 
to purchase in New York but went to Boston for their 
goods. On inquiry it was found that this preference for 
the Boston market was not because of lower prices of 
goods there, but simply because the goods could be ship- 
ped to the West from Boston at rates much lower than 
those charged from New York. 

Ordinarily the rates are the same from New York and 
Boston to points as far west as Cincinnati and Chicago, al- 
though the distance is about sixty miles greater from Bos- 
ton. Boston, however, can hardly be said to have more 
than one direct route to the West, while New York has 
three, sharply competing for traffic. Yet a few weeks ago, 
the first-class rate from New York to Chicago being 75 
cents, it was only 40 cents from Boston. And this is a 
state of things that has happened before, and is recog- 
nized as likely to happen. 

What then is the cause of this great discrepancy? We have 

said that the shortest route from Boston to Chicago is 
longer than that from New York to Chicago, and that there 
is but one direct route from Boston against three from 
New York. It is not true, however, that there is but one 
route from Boston, and still less true that there is no com- 
petition for Boston traffic westward, Aside from the routes 
by way of the city of New York and the Erie and Pennsyl- 
vania railroads, to which New York city and its great un- 
bridged river are the greatest obstacles, there is a more 
northerly route, by way of the Fitchburg and Central Ver- 
mont railroads to Montreal, and thence by the Grand 
Trunk to Chicago, 1,215 miles long; or by the Eastern 
Railroad and thence over the whole length of the Grand 
Trunk and the Michigan Central, 1,253 miles. That is, 
routes exist a fifth and a fourth longer than the shortest 
route. This additional length is not great enough to pre- 
vent these northerly routes from sharing the business, it is 
true; but at best it would not naturally be taken as an ad- 
vantage, either for the roads or the communities using 
them. Length, however, is not the sole criterion of the 
advantages ofa route. One railroad may bé more cheaply 
worked than another from the nature of its line, or the 
character of the country through which it passes; or, hav- 
ing an extraordinary bulk of business, it may be able to 
carry & given amount of traffic at a lower cost than a 
shorter road otherwise its equal, ~ 


Now, in the case in point, the northern route from 
Boston, known as the Grand Trunk route, as the Grand 
Trunk Railway forms the larger part of it, is not only 
much the longest, but in almost every particular it is the 
costliest to work, at least in winter. It passes through a 
much colder district than do its rivals, and is nearly 
every winter much encumbered by snow, and has the 
other obstacles to working incident to extreme cold, all 
of which it overcomes usually with energy and skill, but 
overcomes at considerable expense. Moreover, its traffic 
is very much lighter than that of the short route. Here, 
then, we have two lines, one a thousand miles long, in 


7|the milder climate, with a truly enormous traffic ; the 


other 1,200 to 1,250 miles long, through cold almost 
Arctic, often greatly obstructed by snow, with a com- 
paratively light traffic. Yet this costly route offers the 
lowest rates for transportation. Because of this costly 
route, Boston secures lower rates than New York, with its 
three direct routes, though the Grand Trunk route from 
Boston is a third longer than one of them. 

In fact, Boston, paradoxical as it may seem, gets reduced 
rates because it has along route which is costly to work 
in winter; for the same obstacles that make it more costly 
to carry freight by this route make it less desirable to have 
it carried by it. The prospect of delays by snow and dis- 
tance makes the probable time consumed by a shipment 
longer, and time is an important element in the matter. 
Naturally if shippers can get their freight carried safely 
by one route in five days as cheaply as by another route in 
seven days, they will ship everything by the quick route. 
That is the trouble with the northern route from Boston. 
Its managers do not pretend to have any advantages over 
its competitors enabling them tocarry at less cost ; but 
they believe that in order to get any through freight they 
must carry at less price than their neighbors charge. They 
claim that their goods are worth less than their competi- 
tors’, and they are determined to sell for what they can 
get. And, so long as they do not sell their goods for less 
than cost, they are right. Their duty to the proprietors 
of the road compels them to accept every opportunity of 


| using the road to gain a profit—a large profit when pos- 


sible, but any smallest profit rather than none. 

Suppose that the recent regular New York and Boston 
fourth-class rate of 45 cents per hundred to Chicago left a 
| profit of one-third over expenses to the short line; that is, 
that its expenses were 30 cents per hundred or $60 per car- 
load. Then, if the cost by the northern route was a 
fourth greater, or $75 per car load, there still remained to 
it a profit of $15 per car-load on all shipments that it 
might secure from Boston to Chicago at regular rates. 
And if it was unable to secure shipments at the rates 
charged by the short line, it could reduce them 2} cents 
per hundred and still have ten dollars profit per car-load, 
or 5 cents per hundred and secure a return of $80 for an 
expenditure of $75. 

This it is which induces and in a manner compels the 
Grand Trunk to ‘cut rates” whenever its competitors 
make them high enough to return a satisfactory profit. It 
is by no means partial to low rates. Indeed, it cannot 
make any profit on through traffic unless the regular rates 
are pretty high, and there is no company that more needs 
profit. Its proprietors get no income from the road, and 
they make bitter the lives of their directors by their com- 
plaints and demands to know why they get no interest on 
the millions they have spent on the great Canadian rail- 
road. At every half-yearly meeting exasperated bond- 
holders ask the Chairman why there has been that foolish 
competition with the Great Western, or the Oanado 
Southern; why the company has been so unwise as to 
carry for rates so insufficient; why, when through traffic 
is unprofitable the Grand Trunk does not give it up en- 
tirely? What would best suit the Grand Trunk would be 
to have the trunk lines make a rate of a dollar or more a 
hundred from Boston to Chicago, and then let it go into 
the field and take what it could get at 90 cents. Then it 
could get considerable business and make a satisfactory 
profit. But not being able to make a satisfactory one, it 
still tries to make some profit; if not fifteen dollars a car- 
load when other companies get thirty, then ten; if not 
ten, then five. 

We believe that the other railroad companies usually 
expect that the Grand Trunk will underbid them; but so 
far as we know, they have never been willing to agree that 
there should be a recognized and legitimate difference in 
the prices by the different routes. In the attempts to set- 
tle the present difficulty, the northern line agents made a 
definite proposal of differences to be recognized. Whe- 
ther rejection of these was due to a belief that the differ- 
ences were too great or to an objection to any recognized 
difference we do not know. But, usually, railroad men 
oppose any recognition of a difference as legitimate. That 
is, a difference may exist, and may not arouse any oppo- 
sition on the part of the competing short lines; but their 
agents usually wish to feel free to meet these lower rates 
whenever they may find their own traffic too much re- 
duced by the lower rates of the long# line. The difficulty 
in agreeing on any settled basis of difference is probably 
due partly to the varying difference in the advantages of 





the two routes. In the Summer the northern line has not 





the obstacles caused by snow, and though longer than the 
others, is less liable to delays by crowding; and during 
an open Winter it might be much less unfavorable than in 
@ severe one. Consequently, a rate five cents per hun- 
dred lower by the Grand Trunk route might hardly divert 
any traffic from competing lines at one time, when the 
trains on that road were usually much delayed by snow; 
while at another time, perhaps during the same season, 
the road being clear and the trains making good time, 
such a difference might cause a serious diversion of traffic. 

The short routes met the Grand Trunk’s figures from 
Boston, and by successive underbidding the rates were re- 
duced much below average cost, and, what was a more sé- 
rious matter, to nearly one-half the rates from New York. 
Reducing rates below cost on west-bound freight never 
makes it undesirable to get it. Under any circumstances 
most of the cars go west empty, and just as many cars 
will be hauled and expenses will be but little reduced if 
west-bound shipments cease entirely fora time. Practi- 
cally, ashipment of freight in that direction is considered 
as clear gain, so that no carrier retires from the market, 
however insufficient the rates. Long ago the Boston rates 
became such as to leave no margin of profit over the aver- 
age cost of haulage by the shortest route, not to say the 
Grand Trunk, by which the recent regular fourth-class 
rate of 45 cents per hundred to Chicago gave but 0.72 cent 
per ton per mile, while the present rate of 20 cents yields 
it but 0.82 cent—an amount further reduced to the 
Grand Trunk Company by the fact that on the Michigan 
Central’s 280 miles of the route to Chicago a proportion of 
the rate larger than the proportion of the mileage has to 
be paid, as the Michigan Central is a part of the short as 
well as of the long route, and cannot afford to be a party 
to the diversion of traffic from a route of which it is 
284-1,000 to another of which it is but 280-1,250. 

But if the short routes have been able to strike the 
Grand Trunk a blow by rendering its Boston business 
unprofitable, and more unprofitable to it than to them, as 
is always the case; it, on the other hand, has effectually 
spoiled for them an immensely greater traffic—that from 
New York to the West. They are now carrying for about 
half the rates they had fixed upon for the winter, which, 
by the way, were satisfactory to shippers so long as other 
seaports did not get lower rates. They will hardly carry a 
ton more because of these lower rates, and we may say 
that while they prevail their net incomes will be reduced 
by the full amount of the decrease in the rates multiplied 
by the total west-bound shipments. 

The process by which the reduction of Boston rates 
compelled one in New York rates was curious, though 
closely resembling that by which New York and Boston 
rates were forced down by the great reductions in Balti- 
more and Philadelphia rates made at the beginning of the 
contest between the Baltimore & Ohio and the Pennsyl- 
vania railroads last spring. Of course the New York rail- 
roads were loath to make wholesale reductions on their 
great New York business on account of a quarrel concern- 
ing Boston business and rates, in which only one of the 
New York roads is largely interested directly. But first 
the New York merchants began to complain; the Boston 
people were getting their customers. They expostulated 
chiefly with the New York Central, which carries most of 
the traffic from Boston westward. That road was said to be 
discriminating against New York and in favor of Boston ; 
and it certainly was carrying freight from Boston at a 
much lower price than from New York. That is, it was 
trying to make all it could out of Boston business, the 
rates on which had been forced down by the contest, and 
at the same time obtain tlfe regular rates on New York 
business, for which there was no such contest. But close 
after the merchants came the other New York railroads. 
They did not much care about Boston rates in themselves, 
which never yield them much profit ; but they objected to 
the diversion of business from New York to Boston, 
which was preventing shipments of which they would 
have got a large share and substituting for them shipments 
from Boston, most of which, though at low rates, went 
over the New York Central. The pressure finally became 
too great to resist, and down went the New York rates. 

This result is in some respects a victory for the Grand 
Trunk, which in such a contest is formidable in propor- 
tion to its power to harm its competitors. So long as the 
effect of its competition was only to reduce Boston rates, its 
competitors could defy it. However these rates were re- 
duced, they always left more profit—or smaller losses—to 
them than tothe Grand Trunk. But the cutting-off of 
half the receipts from New York shipments is a different 
thing. The Grand Trunk loses little by this, because it 
does little New York business ; but it is the most import- 
ant part of the westward traffic of its chief competitor in 
Boston. The loss of the Grand Trunk on its not very 
large proportion of the comparatively small Boston ship- 
ments must be a trifle compared with the loss of the New 
York Central on its very large share of the large New York 
shipments. The former has not much to lose, the latter 
hes. 

In this connection we cannot refrain from referring again 
to the great waste of conducting traffic in this way, not 
only that suffered by the railroad companies by otherwise 
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unnecessary reductions of rates, which is not so lamen- 
table, because what is lost by the carriers is gained by the 
community, but also and chiefly that absolute waste of 
capital and labor by conducting a traffic over a costly route 
when a cheaper one is ready to receive it, On the assump- 
tion made above as to the expense per car-load from Boston 
to Chicago by the two routes, when the short route has 
expenses amounting to sixty dollars, the Grand Trunk’s 
are seventy-five. Thus, if the Grand Trunk should send 
all the freight it secures by the short route instead of its 
own road, there would be an absolute saving in the cost of 
the transportation of fifteen dollars a car, available for the 
increase of profits of either or both of the two lines, or for 


.the reduction of the rates charged to the community. If 


the difference is as great as this (and it is entirely reason- 
able that it should be), then the short route could always 
afford to pay the long one whatever profit the latter could 
make on the shipment, and still have a balance of fifteen 
dollars per car-load left fow itself. Evidently, if one per- 
son or company owned two routes, one cheap and the other 
costly for a certain traffic, it would never send any of that 
traffic over the costly route so long as the cheap 
one had capacity for the whole. It would 
be a wicked waste to doso. But the waste is exactly the 
same when the two routes have different owners, and will 
be just as wicked as soon as practicable means of harmon- 
izing interests shall be devised. But it is idle to complain 
of the managers of a costly route because they insist on 
seeking for a traffic which can be carried for less cost on 
another route, and are willing to acceptit at a less profit 
and even at a less price than that fairly charged by the 
owners of the cheaper route. 

So longas there is a possibility of making the least 
profit on any traffic, the managers of a route are bound to 
accept it, no matter if a much larger profit may be made 
on it on some other route. The small possible profits are 
among the capacities of the line, which the proprietor has 
a right to avail himself of. It is worth something to him, 
and he is not bound to give it up without pay. But he 
may give it up for pay. If I have a harness-shop, and 
sometimes get orders for saddles, which I can make at a 
profit of a dollar apiece, while the saddler in the next 
street can make them at a cost two dollars less, I am jus- 
tified in making the saddles and getting my dollar of 
profit, unless I can make an arrangement with the saddler 
by which he will do the work and give me at least one dol- 
lar of his profit of three dollars. But if he will give me a 
dollar and a half, it will be better for us 
both for him to do the work; and it may be 
made better for the customer also by reducing 
the price to him, still giving me a larger profit than I 
would have got by doing the work myself, and giving the 
saddler who does the work some profit on a job which 
otherwise he would not get. That is, there is an absolute 
saving of two dollars by having the work done by him 
who can do it with least expense; and that saving may be 
divided variously, but will remain so much clear gain to 
one, two or all three of the parties concerned. It is a 
common practice with manufacturers to transfer orders 
for work which they receive and are capable of executing 
to some one who can do it at less expense, receiving there- 
for a commission or discount; and no one ever saw any- 
thing improper in this, so far as we know. But to hint 
that a railroad which could receive'a dollar for a piece of 
work in transportation costing it ninety cents might prop- 
erly hand over that work to some one who can do it 
for fifty cents, and make permanent arrangements there- 
for, is regarded by many as outrageous. ‘*The company 
will be getting pay for work which it does not do,” they 
say; which is true, just as it is with the manufacturer re- 
ferred to, But if it yields up to another any capacity for 
making a profit that it may have, it certainly may demand 
pay for it. No doubt it will be extremely difficult to settle 
upon any basis for such an agreement in any given case, 
and the payment may consist in some reciprocal transfer 
of traffic, as well as in money; but the details of the solu- 
tion of the problem may be postponed until it is acknowl- 
edged that the solution is permissible, not to say desira- 
ble. 








LABORERS AND THEIR HIRE. 


It is to the existing depression in business, doubtless, 
that the mutterings of discontent and the strikes and 
rumors of strikes among laboring people must be attrib- 
uted. With lower prices and less demand for their pro- 
ductions, and the prevailing difficulty of making collec- 
tions of money due, it should not be surprising that 
manufacturers make efforts to diminish expenses; and as 
much less money is coming in, that they should try to 
reduce the outgo. It is because those who do the manual 
portion of the work so seldom realize, or have opportu- 
nity of understanding, the extent of the change and the 
radical effect which a general depression in business has 
on the resources of those by whom they are employed, 
that the demands of the former are so often unreasonable. 
That this should be so is not remarkable, if we reflect on 
the exceedingly meager opportunities which working-men 
usually have of getting information of the actual condi- 
tion of business, Often their knowledge of the sources 





from which comes the money they receive extends no 


further back than to the paymaster, and when their wages 
are reduced they attribute it only to the ill-will of that 
functionary or to that of his immediate superior. Take 
for example a manufactory in some quiet New England 
village, where the chief events of the day are the an- 
nouncements of the factory bell calling the work-people 
to or relieving them from their daily labor, with a pleas- 
ant weekly interlude of pay-day. The latter is, or has 
beén, so regular and certain that the great majority proba- 
bly never troubled themselves about the sources of what, 
alas! we are not at present permitted euphemistically to 
call the ‘‘silvery” stream which empties itself periodically 
into their pockets, They probably rarely read the ‘‘ mar- 
ket reports,” and trouble themselves but little about the 
price of or the demand for what they are manufacturing. 
When the stock of goods accumulates in the hands of the 
selling agents in Boston or New York, they probably know 
nothing about it, nor concern themselves with the fact 
that there are no buyers even at reduced prices, nor are 
they anxious when A, B & Co. are reported in difficulties, 
nor concerned when other customers fail to pay their ac- 
counts, The consequence is, that the laborers are often 
in astate of profound ignorance as to the condition of 
things which exists in times like the present, when stocks 
and debts increase and the balance in bank steadily di- 
minishes. A prudent business man is quite sure to anti- 
cipate this latter condition of things ; and before the 
balance is reduced hopelessly low, he retrenches by re- 
ducing expenses, which must be done in part by a reduc- 
tion of wages. The latter is effected usually by the sheer 
force of authority from which there is no appeal, or else 
if he attempts to give the reasons for such reduction it is 
found that the audience addressed cannot comprehend the 
true condition of things. 

In this statement we have, however, presented only one 
side of the question. There is, of course, among em- 
ployers the usual amount of human nature. They want 
all they can get, and get all they can, and whenever it is 
possible to reduce wages without impairing the efficiency 
of labor, they do not hesitate about it, whether the 
necessity exists or not. We will not undertake here to 
discuss the much vexed question, or to show what is the 
true principle which should determine the rate of wages 
which an employer should pay. It is, however, we be- 
lieve, quite certain that the law of supply and demand 
alone does not determine the rate of wages. Be that as it 
may, associations among employers and employed to 
regulate wages have now existed so long that their in- 
fluence and power must be recognized, and are likely to 
have a very considerable influence on the rate of wages 
which will be paid. 

The right of employers to combine to keep wages down 
or to diminish them is, we believe, unquestioned ; and it 
is or has been no unusual thing for a number to 


meet together in a quiet back office and there 
agree upon the rate of wages which should 
be paid. This can be done quietly, with- 


out attracting observation, and without the knowledge 
ot the parties who are chiefly affected by such a compact. 
That employers have aright to do this is seldom ques- 
tioned ; but whether it is just to take such action without 
giving a hearing to those who, to a very great extent, are 
in their power, is quite another question, and one which 
will not now be discussed. : 

It is, however, very remarkable that many persons who 
never think of questioning the right or the justice of such 
back-office trades-unionism, cannot find language strong 
enough to condemn working-men who combine to keep 
wages up. Now it is an inalienable right, in a free 
country, for one man to refuse to pay more than a certain 
amount of wages to those whom he employs. Two men 
may also agree not to pay more than a certain amount ; 
and if two, then a larger number may make a similar com- 
pact. Inthe same way, one man may refuse to work for 
less than a certain rate of wages ; two men may agree not 
to work for less than a given sum, and if two, then more. 
Now whenever such an agreement is made between two or 
more employers or employes, then we have a trades or 
labor union. 

There is, however, a very important difference between 
combinations of those who pay and those who receive 
wages. The former are few in number, trained to trans- 
act business, and capable usually of discussing the ques- 
tions which arise in a clear and comprehensive way. They 
can hold a meeting at a few minutes’ or a few hours’ notice; 
whereas the employes are many in number, untrained 
usually in the methods of conducting business in a delib- 
erative assemblage, and, worse than all, are generally 
without the knowledge or experience which would enable 
them to recognize what should be the true ground of their 
complaints, or to know whether a proposed remedy would 
effect a cure or aggravate the disease. It is impossible for 
such persons to be so well organized as their employers 
may be, and it is equally difficult for the employes in 
their organizations. to avoid unwise action. Those who 
pay wages, therefore, always have an immense advantage 
over those whom they employ. There would, therefore, 





seem to be very little reason on the part of those who pay 


wages for refusing to recognize the associations of those 
who receive them, 

We have said nothing of the wrongs perpetrated by the 
members of trades unions, of the intimidation to those 
who do not choose to unite with them, of the destruction 
to property, of the threats and cruelty, the crimes and 
lawlessness, of the ignorant, brutal stupidity of some of 
those who are members of such associations. It would 
seem almost incredible that such things could exist in the 
nineteenth century, were it not for the fact that the testi- 
mony is on record; and there are pages in the printed ar- 
gument of Mr. Gowen, President of the Reading Railroad 
Company, before the Joint Committee of the Legislature 
of Pennsylvania, which read as if they recorded the acts of 
some savage tribes, instead of a portion of the population 
of a civilized State. When trades unions become re- 
sponsible for such acts, or tolerate them in their mem- 
bers, they place themselves irretrievably in the wrong, and 
the most effectual way to set them right is to argue with a 
policeman’s club, the point of a bayonet or a musket ball 
with a good deal of actual energy stored up in it. 

It should be remembered, however, that no organiza- 
tion can entirely control the acts of its hot-headed, foolish 
or criminal members, and the crimes perpetrated under 
the shadow of trades-unions have been dwelt upon so 
much that in many minds the two seem inseparably con- 
nected. That some of these organizations have made 
themselves responsible for and to some extent have fos- 
tered such deeds is true; but at various times crime has 
been sheltered under the wing of the Church itself, and 
in all ages has stood behind the constituted authoritirs of 
government. We do not for this reason advocate the 
destruction of all organizations for the dissemination of 
religion, or a return to a state of anarchy in which each 
man will protect himself. 

As the preachers say, we have been led into this train 
of thought by the report, by the ‘‘ Grand Chief Engineer ” 
of the Brotherhood of Locomotive Engineers, published 
in the Journal of that association for December, of the 
state of feeling existing on the New York Central Railroad. 
It is said of some of the locomotive runners on that line: 


‘They are very much dissatisfied with the amount of wages 
they receive, and Mr. Vanderbilt evinces a disposition to ignore 
their committee. While we were in Albany a telegram was 
received informing the committee that Vanderbilt gone to 
Philadelphia, thereby ae his promise to meet them and 
listen to their grievances, which we consider ver, ust, and 
beneath the honor and dignity of any man. If Mr. anderbilt 
does not wish to receive the committee, he should so inform 
them; and our advice to the committee is, not to go near him 
until they have decided what wry Oye willing to do, and what 
they are not willing to submit to, then go to him and make 
known their wishes in a respectful manner, and we believe 
they will obtain justice.” 


There is also a great dealof complaint and an expres- 
sion of some bitterness at the manner in which the men 
are treated by one of the subordinate officers of that line, 
who, it is said, on a previous occasion, and on another 
road, discharged ‘‘a committee of engineers that waited on 
him relative to their wages.” 

Now it should be said here that we do not know any- 
thing at all of the facts stated above, nor do we propose to 
discuss them. What we want to do is to show as clearly 
as we can that working-men and their employers each have 
a perfect right to combine and organize either to keep 
wages up or get them down; and that such organizations 
are now entablished facts, or, to use an English word in an 
American sense, are ‘‘ institutions” of the present day with 
which railroad managers must expect to come in contact 
The question then is, how shall they be treated? Shall 
the members of trades-unions be regarded as wrong-doers 
or criminals? Should railroad companies and other em- 
ployers refuse to recognize these associations, try to break 
them down, and adopta ‘‘crushing-out” policy? A little 
consideration of the subject and a study of the 
extent, the power, influence, and in some 
cases wealth which such organizations have attained 
in Europe would, we believe, soon show the folly of such 
a course. It is true that organizations of this kind have 
been broken up by adopting such a policy, but it has usu- 
ally been at the cost of h strike, and great expense, owing 
to the interruption to business and other causes. What 
reason is there for not recognizing such organizations? 
Why should an officer of a railroad vested with a little 
brief authority refuse to receive a committee of an associa- 
tion of working-men which they have organized to repre- 
sent them? It may of course be true that the conduct of 
such a committee might be disrespectful or insubordinate, 
which might be a sufficient reason for refusing to hold an 
interview with them, as it would be with any other per- 
son or persons; but the refusal to negotiate with them 
should be distinctly placed on that ground, and not as it 
often is because some high and mighty officer cannot 
‘* recognize” the association of working-men. A little 
consideration shown by some of the principal officers of a 
railroad to a committee of this kind is often valued hy 
them more than anything else; and if a disposition is mani- 
fested to givern fair hearing and opportunity afforded for 
it and the subject is then frankly and amicably discussed, 
the difficulties which were often supposed to be irreconcil- 
able will disappear, and those who without such an inter- 

view would have separated as enemies will leave each other 





with the reverse feeling. 





6 THE RAILROAD GAZETTE. 


[Janvany 1, 1876 








Strikes are, we believe, often due to the arrogant, 
overbearing, tyrannical ggd oppressive manners of those 
in authority. Generally, too, the officers who are guilty 
of such conduct are those second or third in authority. 
The presidents or general managers are often unapproach- 
able, partly for want of time and also from disinclination 
for such interviews; but usually when a committee of 
workingmen can hold an interview with such persons, the 
result is very salutary. It is, therefore, we believe, very 
important that the general officers should be willing to 
give hearings to deputations of their employes when a dif- 
ference arises, and at the same time to inquire into the 
bearing of their subordinates toward those under them. 
It is not unusual to hear a great deal of dissatisfaction 
and rough working in some special locality or department 
of a railroad, as though sand or gravel had been thrown 
into a machine, when further inquiry would reveal the fact 
that the cause is the arbitrary, inconsiderate piggishness 
of some one having a littie authority, and that things 
would be materially improved if he were set down very 
hard indeed. 

It is of course true that workingmen are very often ex- 
tremely unreasonable, ignorant, and beyond all, and most 
hopeless of all, very conceited, They may have no knowl- 
edge of the ways and means from which the resources of 
a great business are drawn. ‘The supply of money seems 
inexhaustible, and itis difficult for them to understand 
why it is necessary for a great railroad company with an 
income of millions to retrench, by reducing the pay of its 
firemen and brakemen. After the most patient hearing of 
their complaints, it may be impossible to make them un* 
derstand the real condition of things. Of course, when 
negotiations fail in this way, then resort must be had to 
the savage method ofa test of endurance. What we are 
advocating here is the more civilized method, at least of 
first resort, of mutual deliberation and of giving a fair 
hearing to both sides. When a dispute arises, let dele- 
gates appointed by the men meet the officers of a road 
around a table with a soothing green cover, and then let 
each party state its case and reason together, and if un- 
able to agree refer the matter to arhitrators. Strikes have 
been prevented in that way, and, we believe, may be again. 








Record of New Railroad Construction. 


This number of the Railroad Gazette has information of 
the laying of track on new railroads as follows: 

Somerset.—Extended from Madison, Me., northward 5 miles 
to North Anson. 

Connecticut Central.—Extended northward 17 miles to the 
Massachusetts State line in Enfield, Conn., completing the 
main line, which is 21 miles long. 

Rome, Watertown & Ogdensburg.—The Lake Ontario Divi- 
sion is extended westward 8 miles to a point 2 miles beyond 
Lyidonville, N. Y. 

Shenango & Allegheny.—Extended from Harrisville, Pa. 
eastward to Hilliard’s Mills, 14 miles. 

Lafayette, Muncie & Bloomington.—Extended from Frank- 
fort, Ind., west by north to Lafayette, 25 miles, completing the 
road, 

This is a total of 69 miles of new railroad, making 1,333 miles 
completed in the United States in 1875, against 1,844 miles re- 
ported for the same period in 1874, 3,630 miles in 1873, and 
7,160 in 1872. 








Tue Granp Trunk Rariway now depends on the Michigan 
Central for a connection to Chicago, having itself a continuous 
line from Portland to Detroit, 834 miles, and several available 
connections with Boston which enable it to compete for the 
the business of most of Northern New England. Butas the 
Michigan Central is also a section of the shortest Boston line, 
it is able to require that its share of the rate on a Grand Trunk 
shipment shall not be a less amount than its share of the rate 
by the short line. Now, asthe rate by the Grand Trunk is 
usually lower than that by the Central line, this arbitrary de- 
duction for the Michigan Central often leaves ‘a very unsatis- 
factory sum for the Grand Trunk and its New England con- 
nections. With a 50 cent rate from Boston to Chicago by the 
short line the Michigan Central’s pro rata proportion is 27.9 per 
cent., or nearly 14 cents. Now, when the northern line makes a 
rate six cents lower, as it often does, after paying 14 cents to 
the Michigan Central there remains but 30 cents for the Grand 
Trunk and its eastern connections. That is, the short line 
from Boston to Detroit receives 36 cents for a haul of 734 
miles, while the” long line gets but 30 cents for a haul 
between the same places of 857, 900, or even 966 
miles. Since the contest about Boston business, it 
has been intimated that the Grand Trunk or some 
combination interested in through traffic over that road may 
secure an independent route to Chicago, which can be done by 
acquiring the bankrupt Chicago & Lake Huron line (Port Hu- 
ron & Lake Michigan and Peninsular railroads), and complet- 
ing it by laying the 90 miles of track between Flint and Lan- 
sing. This done, there would be a line only 322 miles long 
from Chicago to Port Huron to take the place of the present 
line, 346 miles long, formed by the Michigan Central and the 
Detroit line of the Grand Trunk, and a line which would be 
glad, doubtless, to prorate with the Grand Trunk or any other 
road on through traffic. But to make the Chicago connection 
by this road, the Grand Trunk would lose the use of the 59 
miles of its road from Detroit to Port Huron, except for local 
traffic. The great obstacle to such an arrangement is the finan- 
cial condition of the Grand Trunk and the temper of its pro- 
prietors, who certainly will not suffer any new expenditures to 
provide new connections for a business which is generally un- 

rofitable to the company. 


NEW PUBLICATIONS, 


The Elements of Graphical Statics, and their Application to 
Framed Structures, together with the Best Methods of Calculation, 
ec. By A. Jay Du Bois, C. E., Ph.D. New York : John Wiley 
& Son, 15 Astor Place, 1875 ; 8vo, pp. li, 404, with an atlas of 82 
plates. 

We do not need to tell our mechanical readers, who must 
have turned frequently, with a feeling of relief, from the intri- 
cate analysis connected with link and valve motions to simple 
geometrical solutions, that graphical methods can, in some 
cases, be used to advantage in designing engineering work. It 
is probably true that some engineers solve difficult questions 
most readily by means of analysis, while others find the methed 
of graphical delineation best suited to their use; but we 
scarcely think that in the case of the strains in ordinary forms 
of bridges there is much difference in the practice of bridge- 
builders in regard to the method pursued in calculating strain 
sheets, as, in general, the computation only calls for the use of 
simple operations. The reader must have observed, in numer- 
ous interesting discussions on bridge construction that have 
lately taken place, that the principal points in controversy were 
such matters as the proportions of pins, the form and general 
dimensions of trusses, and the details of construction ; and we 
are sure that it is in these respects, rather than in the method 
of calculating strains, that the working engineer of the present 
day most desires light. 

Observation shows, however, that the majority of writers 
of books on bridges confine their attention principally 
to methods of determining strains. The present work is 
an admirable illustration of this class of treatises, and is, 
we belicve, more thorough and complete than any other that 
haw yet appeared iu our language. The author gives a con- 
siderable list of works and articles pertaining to his ‘subject, 
most of which have been pubiished in Germany and France. 
There is abundant evidence that he has made good use of his 
references, and has succeeded in producing probably the 
most comprehensive treatise on graphical methods ever 
brought within a single volume. It seems to us, however, 
that he has not presented the subject as simply as could be 
desired. This is due to the fact that analytical solutions 
are given in connection with the graphical methods, and so 
ultimately associated that the student will find it impossible 
to master the work without severe study and considerable 
previous acquaintance with the higher analysis. It seems 
to us that in the treatment of any subject, where the fun- 


damental operations necessarily involve the use 
of the calculus, these computations may properly 
be classed by themselves, and the conclusions reached 


stated in plain language, to the end that any reader 
unable to verify them may take the principles which 
they establish upon faith, and use them as the basis of the 
more simple graphical or arithmetical operations. If scientific 
writers generally were to adopt such an arrangement, nothing 
would be lost to the student desiring to trace out rigorously all 
the steps of each investigation, while to the average working 
engineer, who, we trust we do no injustice in saying, does not 
readily employ the higher mathematics, a class of literature 
would be rendered available from which he is now able, with 
great difficulty, to extract only meagre information. We ob- 
serve that the work in question has received the most flatter- 
ing notices from professors in engineering schools, and that 
several of them have announced their intention of adopting it 
asa text book. We are inclined to indorse most of the remarks 
made by these professors, from their point of view, and we be- 
lieve that, in comparison with the text books on bridges ordi- 
narily used in technical schools, this will be found one of the 
very best. 


Bonevel Mailroad Wews. 


ELECTIONS AND APPOINTMENTS. 








Chicago & Michigan Lake Shore.—Mr. D. Woodford, of Kala- 
mazoo, Mich., has been appointed Treasurer. 


Annapolis & Elk Ridge.—Dr. Benjamin King, of Anne Arun- 
del County, Md., has been chosen President, in place of Hon. 
Daniel M. Magruder, who declined re-election. 


Warwick Valley.—The directors have re-elected Grinnell 
Burt President and Superintendent, and John L. Welling, Se- 
cretary and Treasurer. 


St. Louis, Iron Mountain & Southern.—Mr. ©. H. Cheppell, 
formerly of the Chicago, Burlington & Quincy, and later Super- 
intendent of Transportation of the Missouri, Kansas & Texas, 
has been appointed Division Superintendent on this road. 
Little Rock, Mississippi River & Texas.—This new company 
has been “= by the bondholders, who recently bought 
the lines of the Texas, Mississippi River & Northwestern com- 
any at foreclosure sale, by the election of the following direc- 
ors: Solomon F. Clark, Samuel L. Griffith, W. L. Houdlette, 
Dudley E. Jones, Gordon N. Peay, Little Rock, Ark. ; James E. 
Redfield, Essex, Conn.; Elisha Atkins, John H. Reed, E. H. 
Winchester, Boston. The board elected James E. Redfield, 
President ; Gordon N. Peay, Secretary. 


Raleigh & Gaston.—Mr. Joseph B. Bachelor, of Raleigh, N. 
C., has been appointed President pro tem. of this coupons and 
the Raleigh & Augusta Air Line. He will perform the duties 
of the office during the absences of President Robinson, and will 
have his office in Raleigh, N. C. 


Oakland, Berkley & Contra Costa.—The first board of direc- 
tors of this newly-organized company is as follows: W. W. 
Cameron, M. Webber, F. Chappellette, A. J. Snyder, J. M. 
Walker, 8. N. Putnam, ag ar Becht, L. W. Kennedy, John P. 
Jones, T. H. Williams, H. B. Berryman. The office is at Oak- 
land, Cal. 

Maryland & Delaware.—At the annual meeting in Easton, 
Md., Dec. 8, the following directors were chosen on. behalf of 
the stockholders: C. W. Huntington, G. W. Goldsborough, E. 
M. Hardcastle, J. P. Manlove, John W. Knotts, John A. W. 
Powell, Alex. Hardcastle, Wm. Slaughter. ‘The State directors 
are Samuel Hambleton, Edward Lloyd and Wm. C. Satterfield 
and the county directer Henry P. Hopkins. The board electe 
C. W. Huntington President; John W. Scott, Secretary; J. L 
Caldwell, Superintendent. 


Atlantic, Mississippi & Ohvo.—At the annual meeting in Nor- 





folk, Va., Dec. 23, Gen. William Mahone was unanimously re- 





elected President for five years, and the following directors were 


also re-elected: R. C. Taylor, John B. Whitehead, Norfolk, Va.; 
J. Arthur Johnston, Petersburg, Va.; Charles W. Statham, 
Lynchburg, Va.; Wm. Watts, Roanoke, Va.; James A. Walker, 
Pulaski, Va.; A. Fulkerson, Bristol, enn. Three vacancies, 
caused by the death of two members of the old board and the 
resignation of a third, were left to be filled at an adjourned 
meeting to be held in Petersburg, Va., Feb. 9. 

Chicago & Northwestern.—Mr. G. W. Tilton, Master Me- 
chanic, has been appointed Superintepdent of Machinery of 
the Chicago & Northwestern and the proprietary roads, to take 
effect Jan. 1. At the same date Mr. William Campbell, now 
Master Car Builder at 5 becomes Superintendent of the 
Car Department, The roa has not had a general master 
mechanic before for some five or six years. 

Boston & New York Air Line.—Mr. T. L. Watson, of Bridge- 

rt, Conn., has been chosen Secretary, in place of D. B. 

atch, resigned. 


Fall River.—The new board of directors has re-elected J. A. 


Beauvais, President, and T. B. Fuiler, Clerk. 








PERSONAL. 


—Mr. K. F. Booth having resigned his position as Chief 
Engineer of the Chicago & Alton, on account of failing health, 
the officers and yey of the*company have presented him 
with a purse of $2,000 as a testimonial of their esteem and re- 

ard for him. Mr. Booth intends to reside in Southern Cali- 
ornia for a time. 


—Mr. R. F. Hosford has resigned his position as General 
Superintendent of the Burlington & Soithwestern Railroad. 








TRAFFIC AND EARNINGS. 





Flour and Grain Movement. 


For the week ending Dec. 18 receipts and shipments are re- 
ported as follows (flour in barrels and grain in bushels): 


Flour: 1875. 1874. Inc.or Dec. P.c. 

Lake ports’ receipts.......... 98,214 123,138 Dec. 24,924 20.3 
“ oe shipments ....... 101,684 98,8856 Inc. 2,799 28 

Atlantic ports’ receipts....... 228,586 213,650 14,936 7.0 
Wheat : 

Lake ports’ receipts.......... 1,074,051 1,038,436 “ 35,615 3.4 
oe “«  shipments....... 192,298 200,125 Dec. 17,428 3.9 

Atlantic ports’ receipts...... 581,835 284,800 Inc.297,035 104.3 
Grain of all Kinds: 

Lake ports’ receipts.......... 2,129,850 2,247,072 Dec.117,222 5.2 
“ «  shipments....... 742,915 636,166 Inc.106,749 16.8 

Atlantic ports’ receipts.......1,835,211 1,261,514 “ 573,697 45.5 


Chicago receipts and shipments of grain for the week ending 
December 25 were : 


1875. 1874. Increase. P.c. 
Receipts......ssce cvccces cove 897,866 778,757 119,109 15.3 
Shipments......6..-eeeeseees 333,020 245,510 87,510 35.6 


Buffalo and Oswego Grain Traffic. 

During the season of navigation of 1875 the receipts of grain 
by lake and shipments of grain by canal at Buffalo and Oswego 
were: 


Lake receipts. Canal shipments. 
BUBMO. ccccccccveccccccccvcesccocs 52,833,451 31,311,523 
QBWEBO. occcccccccccccccecscccccces 8,293,799 4,731,244 


Oswego receives a large part of the imports from Canada, 
and the 3,808,000 bushels of barley received there were proba- 
bly almost wholly from Canadian ports on Lake Ontario. Buf- 
falo’s lake receipts this year were nearly 9 per cent. less than 
last year; Oswego’s —— 35 per cent. less. Oswego’s receipts 
are nar 4 quite a sixth of Buffalo’s; its canal shipments not a 
seventh. 


Railroad Earnings. 


Earnings for various periods are reported as follows : 
Year ending June 30: 





























1874-75. 1873-74. Inc. or Dec. P.o. 

Central Branch, Union 

Pacific .....ccccsccccce $113,520 ~—s..... ss ee 
EXpenseB ......seeeeee+ 123,188 =—s gaa ee woes 
DOBRS ceccccccescocens Cee 
Earnings per mile..... < ae 
Per cent. of expenses.. 108.52 gs ee 
Year ending Sept. 30: 

Chesapeake & Ohio...... $1,459,189 $1,460,190 Dec.. $1,001 0.1 
Expenses ...... ..+--+- 1,112,321 1,214,340 Dec.. 102,019 8.4 
Net earnings .......... $346,869 $245,850 Inc.. $101,019 41.1 
Earnings per mile..... 3,390 3,396 Dec.. 6 0.2 
Per cent. of expenses. .— 76.23 83.16 Dec.. 6.93 8.1 

New York, New Haven & 

Hartford ; + $4,599,523 $4,402,075 Inc.. $197,448 4.5 
EXpenses ........s000e 2,503,755 2,406,030 Inc.. 97,725 4.1 
Net earnings.......... $2,005,768 $1,996,045 Inc.. $99,723 . 5.0 
Earnings per mile.... 30,062 ° ,772 Inc.. 1,290 4.1 
Per cent. of expenses. 54.44 54.66 Dec.. 0.22 0.4 
Year ending Nov. 30: 

Ind,, Bloomington & 

Western Main Line $1,173,483 = ........ ss sacscccccs ees 
Expenses ...... "eeceeee L,OG6,BFL == acccccce «> nevecccecce eeee 
ds ncce. GM + /ecndieds..”: | Smertccece sain 
Earnings per mile... . MEE be06cers sabecgpene 
Per cent. of expenses. MeUEe '* Geatecee-' ligeecctbeew 

Ind., Bloom. & West., 

Extension........... DE.  ssdseans  eoecerenss eee 
EXxpenses.........006+ Dapeee:” -léweoweus:' | “gedbome Ses wske 
Net earnings......... $38 P cows 

ngs per mile.... 1,153 > nes 
Per cent. of expenses. 99.98 . ‘ 
Net earnings per mile 0.26 es ° 
Eleven months ending Nov. 30: 
1875. 1874. 

Mobile & Ohio.......... $1,623,328 $2,005,609 Dec.. $382,281 19.1 

St. Paul & Sioux City... 769,914 763,109 Inc.. 5,805 0.9 
Month of November: 

Mobile & Ohio ........ $255,394 $287,845 Dec.. $32,451 11.3 

Philadelphia & Erie .... 295,737 300,859 Dec.. 5,122 1.7 
Expenses............. 194,195 193,170 Inc.. 1,025 0.5 
Net earnings ......... $101,542 $107,689 Dec.. $6,147 5.7 
Per cent. of expenses. 65.66 64.21 Inc. 145 23 

St. Paul & Sioux City... 118,775 68,167 Inc.. 50,608 74.2 
Second week in December: 

Denver & Rio Grande... $7,506 $7,136 Inc.. $370 «5.2 

St. Louis, Iron Mt. & So. 132,100 84,136 Inc.. 47,964 57.0 
Third week in December: 

Chic., Mil. & St. Paul... $162,000 $146,600 Inc.. $15,400 10.5 

Mo., Kan. & Texas....... 74,734 53,635 Inc.. 21,099 39.4 
Two weeks ending Nov, 15: 

Atlantic & Gt. Western. $190,743 $195,953 Dec.. $5,210 2.7 
Week ending Dec. 3: 

Great Western.......... £16,079 » £17,077 Dec.. £908 «5.8 
Week ending Dec. 4: 

Grand Trunk........... £41,900 £46,500 Dec.. £4,600 9.9 


Through Rates for Wheat to be Floured on the Route. 
The following circular, addressed to “millers and agents,” is 
issued by the Michigan Central at Chicago: 
“During the continuance of the present through rates on 
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flour, this company will carry wheat from Joliet and 
Matteson, to be floured in transit to Detroit, Buiialo Suspen- 
sion Bridge, Albany, Troy, Schenectady, New York and Boston, 
and points common to them, upon the wy ogres Seog ays 

** Three hundred and sixty bushels to be | in each car, 
and charged at the flour ra cago through, with an addi- 
tional charge of three (3) cents per cwt. for stopping, payable 
at the station where ground, the agents of this company at 
sew of shipment to be furnished with name of consignee and 

estination of flour. The wheat to be unloaded and car re- 
loaded without delay with 100 barrels of flour, and forwarded 
to destination, this company assuming no responsibility for the 
unloading and reloading of the car, but undertakes only for the 
Canepestetion and rate thereof when loaded. 

“ Tf car is delayed at milling station a charge will be made 
for demurrage.” 

This puts mills east of Chicago about on an equality with 
Western mills in flouring Western wheat. 


Qoal Movement. 


Coal tonnages for the week ending Dec. 18, are reported as 
follows : 


: 1875. 1874. Inc. or Dec. P.c. 
Anthracite........0+..000¢ 394,807 344,111 Inc. 50,696 = 14.7 
Semi-bituminous, Broad 

Top and Clearfield...... 29,252 =. nane ° ote 


CNN ccdbceccsnscce 
Bituminous, Barclay 


cesses 8, 
Western Pa.. 34,022 coesee =i eee cecce 


The coal tonnage of the Pennsylvania Railroad for the first 
week in December was : 


eee eeeeeee 


Tons 

DR ois ih.th Sand teiecerdccns tesncbaeeteasseena 15,196 
MIR: ni'vninis st-aiendvapenneean aeicntieies samaenen 66, 

ORV chcewnbts-+546005 060040 Gnae eS teRse a eaeANeEEROenEn «+» 15,419 

POT, wnv0ns005000;, 4s vos'-000teeia abieenaeceeaane oe» 97,2231 


The anthracite coal tonnage of the Lehigh Canal for the 
navigation year of 1875 was as follows: 
















Received from : Tons. Owt. 
BOOT CE OD 4 05 500 0.006 5:00.00 508 000004.cK0s seeonemp 99, 00 
Beaver Mesdow Region............+ss+000+ 4 97,043 17 
Mahanoy Region. . 32,039 05 
Hazleton Regi«n.... 164,903 OL 
Upper Lehigh Region 396 05 
Wyoming Region 04 

WU sasupradenewacskste-apacanneaanmneae eaieaenaaeee 12 

Delivered to : 

Points on line of canal 14 
Morris Canal at Easton 12 
Wetvese WOVIGR COED. oo o o00c0ssns000nssccsvsconcovers 659 12 
For transfer to Delaware & Raritan Canal.............+. -190,968 14 

WONT bc cccvbnnind csns<dcn' bebe 0tGcesabsapbeseves oenke 640,820 12 


As compared with the preceding year there is a decrease of 
151,963 tons, or 19.2 per cent. 


Oalifornia Passenger Traffic. 

















The movement of ~~ 1 passengers to and from California 
for the eleven months ending Nov. 30, is reported as follows: 
Arrivals : 1875. 1874. Inc.or Dec, P.c. 
Me Mibsckeasteseseencseaasans 32,041 27,240 Inc. 4,801 17.7 
BF DR cocccccseccccesccesesse 70,167 50,943 Inc.19,224 37.8 
Totes. .cciccegrecccsesos +++ 102,208 78,183 Inc. 24,025 30.7 
Departures : 
BY DOR. 000 ccccccccecccsccceces 11,445 11,998 Dec. 553 46 
BF GA. . vec ccrcvecceseoscssoses 28,211 23,032 Inc. 5,179 22.5 
DOtads .vccccccscccccesecocces 39,956 35,030 Inc. 4,626 13.2 


The arrivals in the State exceeded the departures from it by 
62,552 this year against 43,153 last year, showing an increasing 
immigration. 


Freight Rates. 


In consequence of the reductions made in New York, the fol- 
lowing rates have been made from Philadelphia: 


Phila., to lst class. 2d class. 3d class. 4thclass Special. 
Chicago........- - 27 cts. 23 cts. 18 cts. 18 cts. 14 cts. 
Cincinnati..  . ss « i = ©? “4 “ 
St. Louis......... 38 “ 33“ 2 = _ 





This is a reduction of about 50 per cent. 

Stock rates from Chicago east have been fixed as follows, 
to take effect Dec. 29: to New York, 60 cents sd 100 porate 
Philadelphia, 54; Baltimore, 52; Albany, 50; Buftalo, 32; Sus- 

ension Bridge, 32; Pittsburgh, 32; Dunkirk, 30; Toledo, 20. 
There is a reduction of five cents per 100 pounds in the New 
York rate. 

In New York, Dec. 23, a committee representing the mer- 
chants of the city held a conference with Vice-President Van- 
derbilt of the New York Central. The general sentiment ex- 
pressed was that the merchants did not desire rates so low as 
to injure the roads; they were willing to pay fair rates, but did 
not wish to be at a disadvantage compared with other cities. 
They would rather have seen Boston rates raised than those 
from New York cut down. Some regret was expressed that 
there was no feeling for the New York lines such as exists in 
Philadelphia towards the Pennsylvania and in Baltimore to- 
wards the Baltimore & Ohio. 

Mr. Vanderbilt in reply said that heretofore it had been 
usual to allow a difference of from 5 to 10 cents to the longer 
lines, especially the Grand Trunk, on account of increase in 
time, risk of delay on account of climate, etc. In March last 
the presidents of the Boston & Albany and New York Central 
roads agreed that the Grand Trunk Railroad was equal to their 
lines, in consequence of steel rails and other improvements, 
and that no difference could be allowed. During the summer 
the freight rates were ruinously low, and in September the 
New York roads advanced them to 50 cents on first class. Most 
of the business had since been done at special rates, howéVer, 
and he supposed that the anxiety of the merchants on the sub- 
ject was due to the fact that their contracts were about expir- 
ing. When the rates were raised it was not intended to injure 
New York merchants, but to get paying prices for small float- 
ing business. 

In November ail the trunk lines proposed an increase of 
rates to 75 cents, believing that the New York merchants were 
protected under their contracts. The New York Central tried 
to negotiate with the Grand Trunk road for some equitable 
settlement, but the managers of the latter would not listen 
to any proposition which would place them on an equality with 
the New York Central and the Boston & Albany. 

Last Monday the representatives of trunk lines who met in 
this city decided that something must be done to make prices 
iual, and offered to leave the settlement to Charles Francis 
Adams, Colonel T. A. Scott and John — of the Baltimore & 
Ohio road, but the proposition was rejected by the Grand Trunk 
Railroad. Mr, Vanderbilt said he wished it clearly understood 
that the New York Central had not been second to any other 
road in its desire and effort to protect New York interests. 
Mr. Rutter, its General Freight Agent, had been instructed to 
conciliate all shippers along the line by special rates, and 
the result has been a great change of feeling toward 
the road throughout its extent. The managers of 
the road believed that a man who sent a thousand tons 
of freight was plainly entitled to more consideration 
than the man who sent only a paw. He then 
referred to the efforts made to help the Baltimore & Ohio and 
Pennsylvamia roads by the cities with which they were con- 
nected, and to the difference of distance in their favor from 


i + to compete with » however, between New York 
and Buffalo, and grain for Europe would be carried over it as 
cheaply as ugh Pennsylvania and Maryland. Persons who 
avowed that to e was their object, and not money, were 
pretty hard competitors, but the New York Central would do 
its best to keep rates from Boston and New York equal. 





RAILROAD LAW. 


Right ef a Oompany to Enforce Order in a Depot. 

In Williams against the Tol Wabash & Western company 
the Dlinois Supreme Court held that where several railway 
companies have provided in their depot building ina large city 
separate waiting rooms for ladies and gentlemen, a regulation 
that no gentleman without a lady shall be allowed to enter and 
remain in the ladies’ room, is not only reasonable, but abso- 
lutely necessary to enable the company to discharge a duty 
they owe the public of protecting females while at the depot 
from violence and insult. 

Where a gentleman without any lady went into the ladies’ 
waiting room of a union depot in a city, there being a different 
room provided for gentlemen, and about dusk went into the 
ladies’ private room,” and when ordered out by a servant ot 
one of the companies using the depot, refused to go, and was 
then taken by the collar and put out upon the platform, he re- 
ceiving no personal injury and his clothes not being torn: 
Held, in action on the case for the acts of such servant against 
the railway company, that the plaintiff, under the circum- 
stances, was not entitied to recover. 

Ina suit brought against the Toledo, Wabash & Western 
Company to recover the value of some hogs shipped from 
Logan County, Ill, the plaintiff claimed that the hogs died 
from heat and want of water. The excuse of the company was 
that water was scarce, and that the agent of the owner, who 
went with the train to care for the hogs, neglected his duty. In 
addition to not watering the animals, it was alleged that the 
employes stopped the train two hours at an unusual place 
where no air could circulate. The case was carried up to the 
Illinois Supreme Court, which held: 1. That it is gross negli- 

ence in a railroad company not to supply water to hogs in 

ansit, when heated and in danger of dying from the want of 
such application. 

2. If water is scarce at particular stations, it is the duty of a 
conductor to inform the shipping agent on the train of that 
fact, that he may make available provision, accordingly, at 
other stations. And neglect of this is culpable negligence, for 
which the company is liable. 


Right to Ride on the Platform. 

In Fall River, Mass., recently, W. 8. Bosworth brought an 
action for assault and battery against Louis H. Barrus, con- 
ductor on the Fall River, Warren & Providence road, for eject- 
ing him from the cars for persisting in riding on the platform. 
The Judge ruled that as there was no more force used in eject- 
ing the man than was necessary to accomplish the end, there 
was no assault and battery; furthermore that a railroad cor- 
poration had just as much right to say a passenger should not 
ride upon the platform as they had to say he should not ride 
upon the engine. The whole case was therefore dismissed, 
with judgment for the road. 


Priority of a Mortgage. 

In Nelson against the Iowa Eastern Company, which was snit 
brought to recover for ties furnished, the lowa Supreme Court 
on appeal held: ‘ 

1. A mortgage executed by a railroad company to a trustee, 
embracing all the property then owned or thereafter to be 
acquired 5 the mortgagor, for the purpose of securing bonds 
agreed to be issued to a contractor in part payment for the 
building and equipping of the company’s road, takes precedence 
in Iowa, of the len of a material-man for ties furnished an 
used in the building of such road after the recording of the 
mortgage, although such ties were furnished before the issue 
of the Conds which the mortgage was intended to secure, but 
not until the contractor had expended a large sum of money in 
carrying out his contract. 

2. The court below established the lien of the material-man 
in this case cnet upon the Iowa Eastern Railroad any to 
the prior lien of the mortgagees) and ,refused to establish it 
against the iron rails, ties, depots, rolling stock, engine house 
and turn-tables of the road. Held, no error ; the statutes in 
force at the time gave a 7 lien upon the road, or a specific 
one upon the ties furnished, if they were in a condition to be 
removed, 


Express Oompany’s Receipts. 
In Porter against the Southern Express Company the South 
Carolina Supreme Court held that a clause in the receipt for 
oods received for conveyance that ‘‘the company is not to be 
eld liable for any loss or damage whatsoever, unless claim be 
made therefor within 90 days from the delivery to it,” did not 
limit the liability of the company in an action upon the con- 
tract to recover for the non-delivery of the goods. Such receipt 
is of itself evidence to bind the company. 

In Lev ainst the Southern Express Company the same 
Court held that in a’contract entered into by a shipper with 
the express company yon amy a goods, by which such com- 
pany is authorized to deliver the Fn to another company, 
and that such other ae shall have the benefit of all iimi- 
tations inserted in the contract for the benefit of the 
first company, is good, and the second company is so entitled. 
Where the value of goods ship is not stated or agreed 
on, the express company is entitled to the benefit of a stipula- 
tion in the contract limiting the value recoverable to the sum 


of $50. 
Oondemning Land Held Under a Lease. 
In Kip and another against the New York & Harlem Com- 

any, Which was a suit brought to restrain the company from 
aking proceedings to coudemn land now onmnee y it un- 
der ry bv from the plaintiffs, the New York Supreme Court 
at general term beld, that the lease from the plaintiffs to the 
defendants does not create an estoppel against the applica- 
tion to condemn land for public purposes; nor would the tak- 
ing of the land for railroa SP pen gues render the proceedings, 
provided for by the railroad act, now pending, be in violation 
of the provision of the Constitution of the United States, 
which prohibits the passage of laws by the several States 
impairing the obligations of contracts. The application is 
not to condemn the rent or the right to the rent for the term; 
it is to acquire the land subject to the lease. Itis very clear 
that proceedings which recognize and preserve the lease and 
its covenants cannot be said to impair the obligations of con- 
tracts. 


Offloges of a Bankrupt Company as Receivers. 

In his opinion on the application for the removal of Mr. Ty- 
son from the receivership of the Chesapeake & Ohio road, 
Judge Bend, of the United States Circuit Court, says: 

“Phe circumstances of this case show that, either by negli- 
gence or mismanagement of the road itself, or in the conduct 
of its financial affairs, it has been reduced to bankruptcy. 

“Its debt is enormous, and, whether this results from mis- 
management or misfortune, certain it is that none but the se- 
cured creditors are likely to realize any dividend from the pro- 
ceeds of sale of the property of the defendant, 

** Now, the proposition is that the Court remove its esent 
Receiver and appoint another, who has all along been connect- 
ed with the present management of the company, and who is 
responsible in a degree for the present unfortunate bankrupt 





ints in the West. The New York Central was perfectly wil- | condition of the railroad, whether that condition be the result 


of misfortune or negligence. 

_ “It seems to the Court to do this would be to decide now in 
limine that there had been no mismanagement or negligence in 
the past conduct of the affairs of the defendant company, and 
that its condition was the result solely of the depression in 
mercantile affairs. 

“A receiver, while it is not necessary that he should be an- 
tagonistic to the officers of the ey my ought at least to be 
an indifferent person as between the parties. The unsecured 
creditors, though they may have little hope of ultimate pay- 
ment, ought to have the’ full assurance that the affairs of the 
road will be administered by impartial bands, and should be 
satisfied that if they got nothing it will be because there was 
nothing to be gotten. 

**It does not appear to give strength to the application of 
the bondholders under the first and second mortgages 
that these bonds are now controlled or peeconies by the par- 
ties who have managed the financial and business affairs of the 
road heretofore ; but, even were it the fact that they had in- 
dividually selected the person named for receiver, it is, in the 
exercise of the sound discretion of the Court, better for all 
parties that the appointment of the present Receiver be made 
permanent,” 


Liability for Refasing to Stop a Train to Discharge a 

Passenger. 

In Nuzum against the Pittsburgh, Cincinnati & St. Louis 
Cungeny the Indiana Supreme Court held: 

1. If a passenger buys a ticket for a certain train, and is in- 
formed by the com: my agent that the train will stop at the 
station for which the ticket is bought, he will have the right to 
take passage on the train, and the popes in charge of the train 
must give him an opportuity to get off at the station for which 
the ticket is bought. Ifsuch opportunity is denied him, he 
will have a claim for damages. 

2. If, however, the passenger has bought the ticket without 
being informed whether the train will stop at the station, he 
cannot require the conductor to stop, nor can he claim dam- 
ages for being carried beyond it. ’ 

3. It is the duty of a railroad company to run its trains ac- 
cording to regulations, These cannot be infringed for the 
convenience of a single pueenges. It is the duty of the pas- 
senger to inform himself when, where and how he can go or 
stop, according to the regulations of the company’s trains, and 
if he make a mistake which is not induced by the company’s 
agent, he has no remedy. 


The Iowa Railroad Law. 

A suit has been begun in the United States District Court at 
Keokxk, In., which involves the validity of the Iowa law regu- 
lating rates. Itis entitled Tracy, assignee of EB. 8, Edger & 
Co., against the Chicago, Burlington & Quincy. It is brought 
to recover alleged overcharges of $3,988.34 made by the Com- 
pany on shipments made by Edger & Co,, with the penalty pro- 
vided by the law of five times the overcharge, amounting in 
all to about $24,000. 


Town Bonds in New York. 

In Falconer and others against the Buffalo & Jamestown. 
Company the New York Supreme Court recently gave a de- 
cision of some importance. The action was brought by the 

laintiff4, as taxable inhabitants of the town of Ellicott, Chau- 
auqua County, to restrain the commissioners, designated for 
that purpose, from issuing the bonds of the town in aid of the 
construction of the railroad aforesaid, and from subscribing to 
the stock of the railroad company. The Court decided, first, 
that individual taxpayers cannot maintain an action to restrain 
their town commissioners from delivering the town bonds au- 
thorized by the town bonding law; and, second, that no action 
to test the validity of such bonds can be maintained before 
they are issued, 


Injury to Employe from 3 efective Machinery, 
n Brabbetts against the Chicago & Northwestern, the Wis- 
consin Supreme Court holds, 

1. It is well settled that a master is not liable to his servants 
for injuries caused by the negligence of a fellow-servant, in the 
same gencral employment or business, 

2. It is equally well settled that under certain circumstances 
the whole power and authority of the master are invested in 
an employe or servant, in which case the negligence of the 
employe is the negligence of the master, 

8. Plaintiff was injured in coupling two sections of a railway 
train, in the course of his employment as coupler of the de- 
fendant company; and there was evidence tending to show 
that the injury was caused by the use of a defective switch- 
engine. It having been proved in the lower court that due 
notice of the defect in the engine (a leaky throttle-valvc) had 
been given to the foreman in charge of the engine repairs, it 
was no error to instruct the jury that notice to such officer was 
notice to the company. 

4. Defendant owed a duty to plaintiff to keep in proper re- 
pair the —— used to propel the train on which the latter 
was employed; and said foreman being the person designated 
by defendant to whom notice of any defect in the engine was 
to be given, and whose duty it was to repair it on receiving 
such notice, his negligence in that behalf was (he negligence of 
=e aes, and the latter is liable for the injury caused 
thereby. 

5. In deciding this cause upon common law principles, this 
court the more readily follows the cases sustaining these views 
because they accord with the ed of this State declared and 
established (by ch. 173 of 1875) since the cause of action here- 
in oveurred. 

OLD AND NEW 


ROADS. 


Intercolonial. 

The earnings of the St. Lawrence Division for the year end- 
ing Oct. 31, 1875, were $32,214; the expenses, $68,478, showing 
a loss of $36,264, the earnings being only 47 per cent, of the ex- 
venses. The division varied in length, having been extended 
rom Trois Pistoles, 17 miles from Cacouna, to St. Flavie, 85 
miles, during the year. 


Pacific, of Missouri. 

The called meeting of stockholders was held in New York, 
Dec, 28, a large number of New York stockholders being pres- 
ent with representatives of the St. Louis stock. A resolution 
was offered by Mr. Cowdrey requiring from the directors a 
sledge that they would resign, if requested to do so by a ma- 
Jority of the stock, causing a long and noisy discussion, both 
varties indulging in very sharp language and making accusa- 
fions against cach other, Finally some order was restored and 
a report was read, which contained nothing new, merely pre- 
senting facts already known from a point of view favorable to 
the Atlantic & Pacific party. Another noisy discussion fol- 
yt and without taking any action the meeting adjourned 
to Dec. 30, 


Indianapolis, Bloomington & Western. 

The holders of the first-mortgage Western Extension bonds 
met in New York Dec, 28, to receive the report of the committee 
appointed at a previous meeting. The report stated that the 
committee had sought to confer with the varicus committees 
representing the main line bondholders, with a view to uniting 
interests with them and making the reorganization general. 
Those bondholders, however, had made all their arrangements 
and did not care to entertain any proposition with respect to 
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the extension. The bondholders present resolved to assess 
themselves $5 on each $1,000 bond, to defray necessary expen- 


ses incurred in their rights, appointed Sumner 
5, Bowe, lense ad A's T = aioe elch and H. K 
urber a commi' er e.all necessary s 
The Western Extension ore for $5,500,000, or $41,- 


ment published elsewhere, for the year ending Nov. 30, the line 
earned net about 26 cents per mile. 


Chicago, Burlington & Quincy. 

Notice is given that the privilege of exchanging Branch 
bonds for consolidated mortgage bonds of this company will be 
withdrawn after Jan. 15, 1876. The bonds known as Branch 
Railroad bonds are the following: American Cen due 
July 1, 1878; Peoria & Hannibal, due July 1, 1878; Keo & 
St. Paul, due A 1, 1879; e & Burlington, due May 
1, 1879; Di eoria & Hannibal, due July 1, ; Quincy 
Warsaw, due July 1, 1890; Illinois Grand due Oct. > 
1890 ; Ottawa, Oswego & Fox River Valley, due July 1, 1900. 
Dividends. ' 

Dividends have been declared by the following companies : 

Camden & Atlantic, 2 cent., os, on both preferred 
and common stock, payable Jan. 15. 

Central Ohio (Baltimore & Ohio, lessee), 3 per cent., semi- 
annual, on both preferred and common stock, yable Dec. 30. 

Housatonic, 2 per cent., quarterly, on the preferred stock, 
payable Jan. 10, . 

arwick Valley, 3% per cent., semi-annual, payable Jan. 1. 

Central of New Jersey, 2% per cent., quarterly, payable Jan. 


Southwestern of Georgia (Central of Georgia, lessee), 334 per 
cent., semi-annual, paranee Dec. 30. 

Boston, Clinton & Fi nburg, 8 per cent., semi-annual, on the 
preferred stock, payable Jan. 1. 

Fitchburg, 4 per cent., semi-annual, Ps able Jan. 1. 

Chicago, p dt & Nebraska (Chicago orthwestern, lessee), 


5 per cent. able Jan. 1. 

” Blair ‘Tea Lot & Land Co., Missouri Valley Land Co., and 

Moingona Coal Co., each 3 per cent., semi-annual, payable 

Jan. 1. 

Norwich & Worcester, 5 per cent., semi-annual, payable 

Jan 10, 

Meetings. 

The papas phy ey will hold their annual meetings at 
the times and 8 given : 
Boston & Albany, at the passenger station in Boston, Feb. 9, 

at 11 a. m. 

New York, New Haven & Hartford, in New Haven, Conn., 

Jan. 12. 

Mg | City, Lebanon & Southwestern, in Jefferson City, 
0., Jan, 3, ‘ 
Atlantic, Misslenool & Ohio (adjourned from Dec. 23), in 

Petersburg, Va., Feb. 9. 

New Haven & Northampton, in New Haven, Conn., Jan. 5. 

North Pennsylvania, at the office, No. 407 Walnut street, 
sme Jan 10, at noon, ; 

Philadelphia & Reading, at the office in Philadelphia, Jan. 

10, at noon, 


Portland & Ogdensburg. 

The connection between the Eastern and the Vermont 
Division has been completed, and an excursion train last week 
ran through from me Me., to Johnson, Vt. the present 
western terminus, a distance of 191 miles.’ For the present 
trains will run over the Boston, Concord & Montreal track from 
Fabyan’s, N. H., to Scott’s Mills. ‘The new track just com- 

leted 1s from Scott’s Mills to the Connecticut River in Dalton. 
tegular trains begin running this week from Portland to 
Johnson. 


Green Mountain. 
This project has received a considerable check in the refusal 
of the large towns of Waitsfield and Fayston to vote aid. It 


has also lost the papers subscription from Rochester which 
was voted to the te River road 


Extensions of Mail Service. 

Mail service has been extended over the following lines : 

Portlanu & Ogdensburg, from West Concord, Vt., to Lunen- 
burg Junction, 14 miles, to begin Jan. 1. 

Pennsboro & Harrisville, from Pennsboro, W. Va., to Ritchie 
Court House, 8 miles, to begin Jan. 1. 


Mobile & Ohio. 
Mesars. W. Butler Duncan and A. Foster Elliot, trustees and 
receivers, have filed a report a the six months from 
March 1 to Oct. 81. For that period the earnings were as fol- 
lows : 
1874, Decrease. P.c. 
From freight... ee ee eee eee 
Passengers....... oe 
Mails, express, etc..... 











Total. ...ccccesces $775,073 28 $900,668 03 $125,494 756 13.9). 
Working expenses..... 746,678 36 «= 870,211 27) «=: 123,582 vl = 14.2 
Net earnings.........+ $28,304 92 $30,356 76 $1,961 84 6.5 
Earnings per mile..... $1,471 $1,709 $238 13.0 
Per cent. ofexpenses.. 96,34 96.63 0.29 0.3 


This includes all expenses, maintenance and improvements 
of the property, the construction account being closed. 

The receivers’ general account for the period was as follows: 
Cash, May 8......cccccccccccccccecescsesessccscess 
Net oarnlngs sess vevvee . ce ccvccee 
Receivers’ loans......++++++ 





Sale ot old bonds. 11,315 00 
Overdraft.......+.. 19,325 61 
Interest.......... oeecee 6,725 73 
Material used and decrease in balances............++ sees 92,018 06 


Total. ...cccscccsveccce secsccccecccscceee svesceseces 
Loans paid, .....cccccccccccccccccce eovccceees 
Duty on railroad 
Pay-rolls and su) 
Interest and 


ly VOUCHEFS, sss. ++.-s+eeeee 
BOER. .cccces sueont he paicetes 


~~ 505,148 45 


Balanod ...ccccccccvcccsccccccccsccccccccccccsccccecssGlhO,005 22 
This balance is represented by $34,801.98 cash and $76,003.24, 
increase in floating assets. These floating assets were ‘as fol- 
lows Oct, 31: 
Due from U.S. Post Office Department,...........6000++ $44,902 80 
“ «Quartermasters ent. 


Department...... poecdece 177,839 56 
Uncollected @armingS......cscccesscscccseseccecccs 63,507 20 


Dnddebiendh WUNMMDE iacicecsscasicdcccscacsccccccsecess “QMMER OS 
Ne EH, PT CERO MTC 


The material on hand was valued at $215,203.26, and the bal- 
ances due — (te companies oe $19, —, The sao 
due Oct. 31 for — supply notes, supplies and pay-rolls, in- 
cluding those for Oc , Was 48. b : 

The receivers say: “* The general condition of the property is 
being grad ily improved. We have added to the be ment 
100 new freigh —_ material for a on of w has 
been for some years in the possession of the company, but re- 

uired an expenditure of one-half their present value to com- 
plete them. We have also repaired gener the rolling stock 
and machinery, and they are in serviceable condition; the 
road-bed, trestles, etc., are in safe condition, 


“We deem it absolutely necessary, however, to make consid- 
erable ex ture in new rails, to be laid as soon as the sea- 
son and the pressure of business will permit; this will be 


. | in the direction of true economy, for it is an essential element 


in the reduction of our expenses that the wear and tear of our 
machinery and rolling stock should be reduced, and this, as 
well ag the safety of our trains, requires that such expenditure 
should be thoroughly made. 

“The business of the road for 1875, from causes entirely be- 
yond our control, has been far from satisfactory. It must be 
traced to the generally depressed condition of the country, 
and more especially of the Southwest. But the present and 
the future are not without encouragement, though the im- 
provement will be of slow growth, and the benefits to be de- 
rived must come from continual and increased economy of 
Management, as well as from increased receipts. We have 
felt it for the interest of the road, to make material reduc- 
tion in our rates of freights, which, while benefitting our 
patrons, will, we feel confident, produce equal if not better 
results to the owners of the property. e have every as- 
surance that every citizen on the line of the road will aid us 
in producing such a result, but such reductions render still 
more imperative the improving the efficiency of the roadway 
-— equipment, so that we may be enabled to do the business at 
e868 Cost. 

We would suggest that the bondholders appoint a com- 
mittee out of themselves, resident in New York, with whom 
we could from time to time communicate, and to whom we 
could submit any important questions connected with the 
re-organization of the interests involved.” 


Oil Oreek & Allegheny River. 


This road was sold in Philadelphia, Dec. 29, under the decree 
of foreclosure of the consolidated mortgage for $1,000,000 
granted by the United States Circuit Court. ‘The sale was made 
—- to the first mortgages on the various sections of the 
road, amounting in all to 2.580 000. It was purchased by a 
committee for account of the bondholders, the price paid being 
$100,000. “he sale wipes out the stock and several large claims 
against the company, to get rid of which was really the main 
object of the foreclosure. Some of these claims are alleged to 
be fraudulent. 


Mansfield, Ooldwater & Lake Michigan. 

Thomas A. Scott and Somme W. Cass, trustees under the first 
mannan, have taken formal possession of the road and prop- 
erty of the company on account of the continued default in 
interest on the bonds. The completed rr of the road will, 
in all probability, continue to be worked by the Pennsylvania 
Company, as heretofore, It is said that this action is taken to 
cut off the claims of Swan, Rose & Co., the contractors, who 
recently secured from the arbitrators an award for a large 
amount for extra work done by them. 

Grand Junction. ; 

This railroad, whose track is laid from a junction with the 
Grand Trunk at Belleville, Ontario, to the village of Sterling, 
20 miles, and has a good deal of work done for an extension 
to Hastings, will be sold under a mortgage, Jan. 21, at the 
Belleville Court House. The road has never been used. About 
$78,000 in bonuses will become due on the completion of the 
extension from Sterling to Hastings, 24 miles. Hector Came- 
ron and Ernestus Crombie, of Toronto, have charge of the 
sale, and will give information concerning the property. 


Dayton & Southeastern. 


The contract for the construction of this road has been let 
to R. N. King and Willis Phelps & Sons, of Springfield, Mass., 
who agree to complete it ready for use by Bet. 1, 1876. The 
contract price is $772,340, or $6,716 per mile. The road, which 
is to be of three-feet gauge, will run from Da ton, O., southeast 
%9 cry ag in the coal regions of Jackson County, a distance 
tn) miles. 


Logansport, Orawfordsville & Southwestern. 

Judge Dykeman and Mr. Wm. H. Standley having last week 
applied to the United States Circuit Court at Indianapolis to be 
relieved from the official bond of the Receiver, Mr. 8. D. Schuy- 
ler, the court gave the latter until Dec. 29 to file new bonds, 
Should he fail to do so, he will be relieved of his trust. 

An adjourned meeting of first-mortgage bondholders will be 
held at the Fifth Avenue Hotel, New York, Jan. 7, at noon. 
The committee now recommend that the mortgage be fore- 
closed, and as the consent of a majority of the bonds is neces- 
sary before the Trustee will act, a full attendance is requested. 


Toledo, Wabash & Western. 


The decree of foreclosure of the consolidated gold mortgage 
granted by the Ohio State courts is dependent for its operation 
upon the granting of concurrent decrees in Indiana and Illi- 
nois. It provides for the sale of the whole road from Toledo to 
the western terminus, with all franchises and all the equip- 
ment and other property; the sale to be subject to all the prior 
mortgages and to be for a sum not less than $1,000,000 in addi- 
tion to those liens. 

As an objection to the foreclosure of this en e it is 
urged by some of the stockholders that by the sale of the road 
it will lose whatever benefit it may derive from the special 
charters under which it has been built. The new company 
will have to be organized under the general laws of Ohio, In- 
diana and [linois, and will be subject to all the provisions of 
the railroad laws of those States. 


A Southern Fast Mail Train. 


A passenger and mail train te run at an increased rate of 
speed Las been put on to run from Baltimore to New Orleans, 
by way of Washington, Lynchburg, Bristol, Chattanooga, At- 
lanta, Montgomery and Mobile. carries a through sleeping 
coach from Baltimore to New Orleans, and leaves the former 
city in connection with the express train starting from New 
York at3 p.m. The distance by this line from Baltimore to 


— | New Orleans is 1,258 miles, the longest run made by any 


through sleeping coach in the country. 
Illinois Ocentral. 


A question of some importance has recently been submitted 
by the Treasury Department at Washington to the Attorney 
General. It refers to the right of this company to be paid a 
certain refund of taxes upon dividends, which, under a decision 
of the Supreme Court, were declared to be due to the non-resi- 
dent alien stockholders in the road. The company claims that 
the refund should be made to it, and the question as submitted 
to the Attorney General is whether the claims should not be 
made by the non-resident alien stockholders themselves, and 
the payment made to them. 

The Attorney General subsequently gave his opinion that the 
$176,000 claimed as having been illegally collected should be 
returned to the company and not to the individual stogkhold- 
ers. The latter, he says, can claim their share from the com- 
pany, which would have no legal defence against their claim. 
Western Oounties. 

Work is progressing steadily on this road and will be con- 
tinued through the winter as far as the weather permits. The 
ties are being gotten out, and 8,000 tons of iron rails, 56 pounds 
to the yard, are waiting shipment from Boston. e distance 
from Yarmouth, N. §., nor by east to Digby is 70 miles, of 
which 20 miles is completed and 20 more — = From Digby 
Junction, five miles south of oy oA to Annapolis is about 20 
miles further, upon which work has not been begun, as this 
section is not yet finallylocated. The road receives a provincial 





subsidy of $8,000 per mile, besides which Yarmouth town has 





— 


iven $100,000 and he county the right of way. The Dominion 
vernment will transfer to the company the Wind- 
sor Branch of the Intercolonial, from Windsor to Bedford, 
which is now run in connection with the Windsor & Annapolis 
road, and which is 8% miles long. The whole cost of the new 
road is estimated at $2,500,000. ’ 


Maine Railroad Taxation. 

All the railroad companies in the State have paid the taxes 
assessed “gee them for 1874 except the Maine Central, the 
Dexter & Newport and the Grand k, which claim exem 
tion under their charters. The Maine Central case is now in 
the United States Circuit Court and will not be heard until the 
April term, unless an arrangement can be made for a heari: 
in chambers, which is probable. The Dexter & Newport an 
Grand Trunk cases are suspended until a decision is had in the 
Maine Central case. The taxes assessed for 1875 become due 


Jan. 1, and some payments have already been made on account 
of them. 


Boston, Hoosac Tunnel, Albany & Western. 

This is the name of a projected line which is to extend from 
the Hoosac Tunnel westward to Albany, N. Y., and thence 
southwest to the coal regions of Pennsylvania. It is proposed 
to use existing lines where possible and to consolidate here- 
after with lines from the tunnel east to Boston. 


Rome, Watertown & Ogdensburg. 

The track of the Lake Ontario Division is now Jaid to a point 
two miles west of Lyndonville, N. Y., which is eight miles be- 
yond the point last noted and 42 miles west of Charlotte, where 
tracklaying was begun last June. This will be all the track 
laid this year, leaving 34 miles yet to complete the road. 
Tracklaying and the an of station houses will be continued 
through the winter and will be completed early next spring, 
unless the winter proves very severe. 

The company has also begun laying the connecting line in 
Oswego, which is to join this division with the rest of its lines. 
It has made an arrangement with the New York & Oswego Mid- 
land so that by moving the track of the latter a few feet the 
tracks will pass through the same streets for some distance, 
each company to have the exclusive right to one track and a 
third one to be used in common. The work on the Oswego 
railroad bridge is well advanced, and the masonry is nearly 
completed. 


Somerset, 


This road is now completed to North Anson, Mo., 25 miles 
northward from the southern terminus at West Waterville, and 
was opened for business to the former town Dec. 22. It has 
been running to Madison, 20 miles from West Waterville, for a 
year past. It is intended to reach eventually the Levis & Ken- 
nebec road at the Canada border, some 80 miles north of its 
present terminus; and there are several projects on foot for 
its extension southward, from West Waterville to Augusta, to 
Lewiston and to Wiscassett. The road now completed passes 
through a pretty level country, and has not been expensive to 
build, It has two wooden bridges over the Kennebec, one 650 
feet long, at Norridgewock ; the other, 550 feet long, at Madi- 
son. e traffic is entirely focal and not very heavy. 

New Jersey Midland. 

The Receiver, Mr. G. A. Hobart, gives notice that, under the 
order of the Chancellor of New onary all creditors of this 
company must present their claims to him at his office, First 
National Bank building, in Paterson, N. J., by April 20 next. 
Failing to present and verify them under oath previous to that 
date, they will be barred from all share in the proceeds of the 
sale of the property of the corporation. 


Connecticut Oentral. 


The track ofthe main line is laid from East Hartford, 
Conn., north to the Massachusetts line, 21 miles, The bal- 
lasting and finishing up is nearly done, and an excursion train 
is to run over the line Dec. 29. The road is extended from 
the State line to Springfield, Mass., by the recently completed 
Springfield & New London road, and it will use the ee, 
Providence & Fishkill bridge and track from East Hartfor 
to the depot in Hartford. It has been leased to and will be 
worked by the Connecticut Valley Company. The rental to 
be paid is $28,000 annually. The road has been compara- 


tively an — one to build, there being but little heavy work, 
and but one —_— ofany size, that over the Scantic River at 
Scitico, which is 240 feet long. 


There are no a rades 
on the line and no sharp curves. A branch from rich Row 


station to Rockville, seven miles, is to be completed in the 
Spring. 


Oakland, Berkley & Oontra Costa. 


This company was recently organized in Oakland, Cal., to 
build a railroad of standard gauge from Oakland eastward to 
Walnut Creek, in Contra Costa County, about 20 miles, 
with a possible extension from Walnut Creek by Pacheco to 


ag ton, and a branch by Alamo and Danville to Amador 
alley. 


Ohicago, Rock Island & Pacific. 

The people of Knoxville, Ia., have offered the compan 
000 and right of way through the town if the Oskaloosa ranch 
can be extended to their town. Knoxville is about 25 
miles west of Oskaloosa, and is in the direct hne of an exten- 
sion westward to connect with the Winterset Branch, and form 
part of a possible second line from Davenport to Council Bluffs, 

arallel to and south of the present main line. The laying of 

rack between Sigourney and Oskaloosa is now progressing 
rapidly and is nearly finished. The people of Oskaloosa have 
ay sng the contractors a bonus, provided their work is done 

y Jan, 1. 


European & North American. 


re Treasurer states that the interest due on the Bangor 
cif¥ loan bonds, which amount to $1,000,000, will be paid on 
and after Jan.1. The January interest on $165,000 Bangor & 
Piscataquis notes will also be paid, and the Treasurer has al- 
ready paid the interest on the Bangor city loan to the Bangor 
& Piscataquis road, which fell due Oct. 1. 


Rutland, 


A hearing was to be had at St. Albans, Vt., Dec. 30, before 
Chancellor Royce, on the motion for an injunction to restrain 
the Central Vermont Company from preventing the Rutland 
Company from — possession of its road; from hindering 
the payment to the Rutland of orders drawn on the Cheshire 
and the Connecticut River companies ; for an order requiring 
the Central Vermont to repay to the Rutland all moneys re- 
ceived by it from the lower roads on account of balances due ; 
for other injunctions or orders as the case may require to se- 
cure the payment of rent due to the Rutland Company. 
Monmouth Oounty Agricultural. 

In the bankruptcy proceedings before the Chancellor of New 
Jersey, Dec. 27, eg was made for an order to sell the 
ac pd and franchises of the company. It is said that par- 

ies are ready to buy it who will go to work and complete it at 
once. 


Lee & Hudson. 


The Springfield -(Mass.)- Republican says: “The friends of 
the Lee & Hudson Rallroad are jubilant over the result of 
another hearing before Judge Colt, who has refused to make 
the injunction under which they now rest perpetual; and, on 
the question of damages wanted by the Housatonic road, ad- 
vises them to refer the matter to an auditor, if they cannot set- 
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tle it. The proposed road is about 12 miles long, —— from 
Lee to State Line, and $200,000 has already been expended in 
grading it. From Lee to Glendale it follows the bed of the 

ousatonic road, and the latter claim tuat it es upon 
them in comas ness, It is estimated that $150,000 more would 
finish the ing and lay the ties and rails, andit has been 
supposed that the Boston & Albany road would furnish the 
money and then run the road to get their interest, especially as 
Lee, which holds $80,000 of the bonds, and the other towns are 
willing to give up all their interest for the sake of having the 


road. The $200,000 subscriptions are all paid in, and the debts 
settled.” 


Green Bay & Minnesota. 


In the first or test suit against one of the subscribers to the 
bonus of $35,000 which was to be paid this company for making 
its terminus at Winona, Minn., the United States Cireuit 
Court at St. Paul has given tenes in favor of the compan: 
for the full amount of the subscription. The other cases wi 
follow the same course as the first one. It will be remem- 
bered that, after the road was finished, the subscribers attempt- 
ed to avoid payment upon the ground that the company had 
not exactly complied with its agreement. 


A Oalifornia Railroad Commission. 

Governor Irwin, of California, in his inaugural message, 
maintains the right of the State to regulate the railroads with- 
in its borders, and strongly recommends the passage of a law 
creating a Railroad Commission, which shall have a general 
supervision of the railroads of the State, shall have power to 
see that they conform to existing laws, and shall collect such 
statistical and other information as may be needed as a basis 
for intelligent legislation. In the preparation of such a law he 
recommends that care be exercised and advantage taken of the 
experience had in other States with similar commissions. 


Ohicago & Illinois River. 


The litigation in which this company is involved has been 
still further complicated by a motion made to remove Bradford 
Hancock, Receiver of the Chicago Railway Construction Com- 
pany. It is charged that he has failed to recover | egy, om of 
certain assets of the meray now in possession of the Chicago 
& Alton; that he has acknowledged the validity of the bank- 
ruptcy proceedings against the railroad company, contrary to 
the interests of the construction company, and that he is acting 
rather in the interest of the Chicago & Alton, and therefore 
should be removed. 

The stockholders of the construction company also held a 
meeting Dec. 20, and voted to remove all the present officers 
and directors, and to choose a new board, on the ground that 
the old board had not properly protected their interests. 
Stanhope & Longwood Valley. 

It is proposed to build a railroad from Stanhope, N. J., on 
the Morris & Essex road, southeast by Budd’s Lake and Mount 
Olive to Bartleyville, where it would connect with the projected 
Longwood Valley road. The distance from Stanhope to Bart- 
leyville is about seven miles, through a rich iron-ore district. 


Wallkill Valle 


This road has Ries for some time in the hands of the second- 
mortgage bondholders, who bought it in under a foreclosure 
of their mortgage. Proceedings have now been begun for the 


foreclosure of the first mortgage on the road, under which 
$700,000 of bonds have been issued. 


Ohesapeske & Ohio. 


In the United States Circuit Court for Virginia, Chivf Justice 
Waite sitting with Judge Bond, argument as to the jurisdic- 
tion of the court was continued at Alexandria, Dec. 22. After 


long and exhaustive argument the Court took the papers and 
reserved decision until Jan. 3. 


East River Bridge. 


The trustees of the New York & Brooklyn Bridge will receive 
at their office, No. 21 Water street, Brooklyn, N. Y., until Feb. 
1, proposals for 122 tons of cast-steel wire rope, required for the 
temporary foot-bridge, cradle-cables, and other work prelimin- 
ary to the erection of the main cables of the bridge. Specifi- 
cations and other information can be had from the Secretary 
of the Board, or from Chief Engineer W. A. Roebling. 


Atlantic & Richmond Air Line. 

In the United States Circuit Court, Dec. 22, Mr. J. H. Fisher, 
who is now Receiver in Georgia, was made Receiver for the 
road in South Carolina also in place of Mr. Buford, the change 
being made by consent of the parties. 


Oanadian Pacific, 


Messrs. Foster and Shanly, the contractors for the Georgian 
Bay Extension, are trying to secure a change in the route of 
the Western section of that line. It is said that the line has 
been found to be very much more difficult than was reported 
by the engineers who made the preliminary survey, there bein 
in fact a large amount of rock cutting required where leve 
country was reported. 


Brownsville & Redstone. 


The work on this 10ad is to be pushed as fast as ponies, 
and the company already advertises for proposals for 36,000 
ties. The road is to extend from Brownsville, Pa., through 
the Redstone Valley to the Southwest Pennsylvania at Vance’s 
Mill, about 12 miles. 


New Haven & Redstone. 

A company has been organized in New Haven, Pa., which is 
on the Youghiogheny River near Connellsville, to build a rail- 
road from that place southwest about 10 miles to Vance’s Mill. 
The route eppeere to be not far from that of the Uniontown 
Branch of the Pittsburgh, Washington & Baltimore. 
Salisbury. 


The new oompeey is pushing the work on this road, and it is 
nearly completed from the junction with the Pittsbur h, 
Washington & Baltimore at Meyersdale, Pa., southward to the 
Cumberland & Eik Lick Coal Company’s mines, a distance of 
about six miles. 
Pennsylvania. 


The Howe truss wooden bridge over the Schuylkill at Market 
atreet, Philadelphia, built by the company under agreement 
with the city, to replace the old bridge burned down about a 
month ago, was practically completed and opened for travel 
Dec. 24. The work has been done in 21 days from the time the 
agreement with the city was made. It isa street bridge, but 
the freight tracks of the company are laid across it. 

Of the new bridge the Philadelphia Times says: “The new 
bridge is a light, graceful and yet substantial structure. The 
frame work is of white pine and the flooring of oak. Its 
roadways admit of four lines of travel instead of two, to which 
the old one was confined, while the footway is double the 
width, and bm sufficient room is left on the piers for the con- 
struction of the additional span for the use of the city tracks 
for the accommodation of the freight travel. These additional 
facilities were afforded by the widening of the southern pier 
by placing double wrought-iron columns of the Keystone pat- 
tern on the offsets of the masonry of the old pier, the whole 

cing bricked in and cemented so as to make a continuous 
pier, on which the footway rests. At each end ofthe bridge 
&n ornamental front has been erected, which gives it at the 
first glance a very sightly appearance, while the footway has 
ornamental railings, painted in the standard colors of the 
Pennsylvania rai , ® derk and light drab. The 










































old bridge was 
and it is a question w 
the weight of the new gas main 
was burnt, and which was indirectly 
of the center truss is particularly 


tion. The fore-end 
+ and solidity, not open, as is the 


zens of nearly all the counties al the line, that th 
company be allowed. to continue operations After roe 
enta on both sides, it was not to forfeit the charter, 
ut to. allow the company to continue. 
Texas, Mississippi River & Northwestern. 


noticeable for its w 


case with most of the Howe truss bridges. Tho new bridge is | The bondholders who recently bongs at foreclosure sale the 
calculated to sustain a weight of 75 pounds to the square inch, | two lines of this com — own as the Little Rock 
or a distributed weight over the whole bridge of 650 tons over | Pine Bluff & New Or the ssippi, Ouachita & 

the roadway and 200 on the footwalk. ‘The course of the twen- | River, met in Little Rock, aa Dec. 18, and organized a new 
ty-inch gas main has been altered #0 as to run along the out- | Company to be known as the Little Rock, Mississippi River & 
side of fhe roadway, or on what is now the north , but | Texas. Assoon as the necessar: can be com- 


arrangements 

pleted the new company will complete the line to Little Rock. 

The new company has two lines, one from the Mississippi at 
Chicot, Ark., northwest to Pine Bluff, 74 miles, and the other 
from Chicot west to Monticello, 36 es. Cy) are 
mainly held in New England, and the owners are largely iden- 
tical with the bondholders who — and are now completing 
the Little Rock and Fort Smith road, 


Atlantic, Mississippi & Ohio. 


which will be the center truss when the bridge is completed, 
and which will hereafter be provided with arches, although the 
center truss has been made sufficiently strong to carry its own 
weight without the arches. A twenty-inch water main can also 
be accommodated when necessary. All this work, together 
with the necessary change in the alignment of the railway 
tracks on either end and the grading and peving of the street 
on each side, which had been torn up for the laying of the gas 
main, was accomplished in three hours less n twenty-one 


days, or, a8 President Soott forcibly puta it, in 207 working | ys sored reducing tho term of ofies of the President and 
hours. directors from five to two years. r some discussion it was 
Bedford Branch. 


withdrawn, and the term remains five years, which is longer, 
we believe, than that of the officers of any other railroad com- 
any in the United States. Gen Mahone was re-elected 
esident, with the surviving seven members of the old board. 
The filling of three vacancies, two caused by death and pap d 
resignation, with all other business, was postponed to an ad- 
— meeting to be held in Petersburg, Va., Feb. 9. At 
hat time it is expected that General Mahone will have returned 
from Europe and will be present. 


Quincy, Alton & St. Louis. 

The stockholders met in Quincy, Ill,, Dec. 22, and voted to 
authorize the President, W. G. Woods, to execute and com- 

lete a perpetual lease of the road to the Chicago, Burlington 
y Quincy. It is stated that the lease will be completed and 
the transfer made Jan.1. The road extends from cy, Ill., 
southeast to East Louisiana, 48 miles, with a branch five miles 
long from Fall Creek to Hannibal. This branch, with the 12 
miles of main line from Fall Creek to Quincy, gives the Chi 

0, Burlington & Quincy its connection with the Missouri, 

neas & Texas, and it is doubtless this connection which is 

the principal motive for the lease, 


Ohesapeake & Ohio. 


Receiver Tyson reports to the Court that since Oct. 30 he has 
received $129,910.81, and has paid out $140,473.55. Since Dec. 
1 there have been laid in the track 400 tons of iron rails costin 
$19,662.76, all of which have been paid for. The pay rolls anc 
current supply bills for October and November have been paid, 


ane remains a balance of $74,424.66 subject to order of the 
jourt. 


Montolair & Greenwood Lake. 
Work is to be begun at once on the four miles from the pres- 
ent terminus at Monk's, N. J., to Greenwood Lake, and 
continued thro the winter as the weather permits, so that 
it may be —_ use in the spring. Several of the new en- 
gines and cars have been received and put in use on the road, 
where they were badly needed. 


Lake Monroe & Gulf. 


Two are being discussed for a narrow-gauge road to 
connect the town of ord, Mass., with the Boston & Lowell 
road. One plan is to build from Bedford Center southward to 
Bedford Station on the Middlesex Central Branch, about three 
miles. The other is for a line from Bedford Genter north 
through Billerica to North Billerica on the main line of the 
Lowell, about seven miles. 

Jersey Oity & Albany. 

In ee: 1874, an order was made by the County Judge 
of Rockland County, N. Y. ——— commissioners to bond 
the village of Haverstraw for the sum of $80,000 in aid of this 
railroad. Some of the citizens opposing the bonding of the 
village sued out a writ of certiorari, and removed the proceed- 
ings for review into the Supreme Court. That Court at Gene- 
ral Term in Brooklyn, Dec. 17, rendered judgment declaring the 
proceedings before the County Judge to be void. The conse- 
quence of this decision is said to be to annul the appointment 
of the bonding commissioners, and it is claimed also that it in- 
validates the bonds they may have executed. The road was 
partly graded to Haverstraw, but never completed, and it is 
said that the contractors were not paid. 

Over the finished section of the road, from the Midland Junc- 
tion to Tappantown, the company is now running one mixed 
train per week, which is done to hold the charter. 


Maine Oentral. 


This company will ask permission of the Maine Legislature 
at its next session to lay a track connecting the two stations in 
Lewiston, and to discontinue the track of the Androscog 
Division from Leeds Junction to OCrowley’s, five miles. If this 
is done, all the Androscoggin Division trains will run +e 
; or mg and over the mainline from that place to 8 

unction. 


Ravenna & Oleveland. 

There is talk of a narrow-gauge road from Cleveland, O,, 
southeast through Ch: Falls to Ravenna, about 40 8. 
It is proposed eventually to extend it from Ravenna southward 


“aa oF ree, OE. Levent ont 0, B. Seta baromaty 
entral Vermont. application ure for ac lor @ rail- 
“The St. Alban’s (Vt.) Messenger of Dec. 24 says : “The testi- | Toad to run from Lake Mcnroe in Orange County, on the St. 
mony in the quo warranto case, now Pe in the Supreme John’s River, at the head of steamboat navigation, 
Court for this county, to test the legality of the election of the | southwest across the peninsula to Charlotte Harbor, on tho 
Smith board of directors of the Central Vermont Railroad | Gulf of Mexico, in Manatee County. The distance is about 150 
Company, is now about completed on the pert of the relator, | miles, through a country very inhabited. 

Distorted sccounts of Mr. Langdon and others have from time | Towa, Minnesota & North Pacific. 

fo Sime Apes nage] y BER WO NEO Seams It is probable that the section of 14 miles from Monroe, Is. 
the evidence fully warrants all that we have said about the on the Rookuk & Des Moines, northward ‘to Newton, on the 


case, and, in truth, the facts were so apparent as. to defy con- - 
tradiction, that the stock by which Governor Smith has suc- en fie, Bes denned By a ee ae tes tetdne ator 


ceeded in retaining his illegal control of the franchises of the : 
corporation was eosh for the express purpose of carrying th Skunk River, The grading has been done for some time. 
Indianapolis & eld. 


e 

election against the wishes of a ae the legal stock. prin 

Such, in substance, is the testimony of Mr. Langdon, who was| The work of grading is progressing rapidly, 200 men and a 
nu.wber of teams being at work between ‘houteneme, Ind 


examined ie ee oo Rye & Mr. 9 Fn ethers, 

while Mr. John Q. Hoyt testi at he sent a telegram and Rockville, besides a force of bridge-builders. Ties are 
Governor Smith on Saturday night preceding the election ad- 4 . 

vising him of the sale of the New York stock, which was the 
probable incentive to the telegraphic call for a directors’ meet- 
ing, to be held on the cars, at which it was concluded to issue 
the stock to defeat the legal majority.” 


Hot Springs Branch. 

The grading is now nearly completed to Hot Springs. The 
wooden bridge at the first crossing of the Gulpha was put up 
last week, and the iron one at the second crossing was near! 
ready. It was expected that trains, which now run from Mal- 
vern, Ark., to Lawrence, would run through to the Springs by 
Jan. 1. 


Helena & Iron Mountain. 
The cross-ties for the 46 miles from Helena, Ark., northward.to 
the Memphis & Little Rock crossing at Forrest City, are being 
otten out. The first boat-load of rails from the Mariotta Iron 


orks.is to arrive at Helena about Jan. 10, when tracklaying 
will be be gun at once, 


Tllinois Midland. 

Receiver Dole filed his first report to the Court Dec. 18. 
After taking session he proceeded to ascertain as far as 

asible the floating debt of the company, ineluding that of 
he three companies by whose consolidation it was formed, the 
Paris & Terre Haute, the Paris & Decatur and the Peoria, At- 
lanta & Decatur. This debt he reports as follows : 


being delivered along the line, and it is expected that the first 
iron will be received about Feb. 1. 


Shenango & Allegheny. 

The extension of this road is about completed to Hilliard’s 
Mills, in Butler County, Pa., 14 miles eastward from the former 
terminus at Harrisville, and 47 miles from the junction with 
the Atlantic & Great Western at Greenville. is extension 
will improve the facilities for shipping oil from the new Butler 
oil region, and will give an outlet for the coal of the Bull Valley 
mines. Regular trains will soon be put on. 

Indianapolis, Cincinnati & Lafayette. 

The Indianapolis Journal says: ‘The recent efforts of cer- 
tain creditors of the Indianapolis, Cincinnati & Lafayette Rail- 
road Company tw throw the road into the bands of a receiver 
proved abortive, the Court deciding in favor of the company, 
and complimenting the grecen® management for its ability 


shown in weathering the neial storm which has engulfed 
so many railroad interests.” 


New Orleans, St. Louis & Ohicago. 
A meeting of the stockholders will be held at the office, No. 
20 Nassau street, Now York, Jan. 25, at noon, to act upon a 
roposition to issue preterred stock of the company, to be used 
n settling its floating indebtedness and sotenng Se ¢ per cent, 
income and equipment mortgage bonds of the Mississippi Cen- 





tral Railroad Company, and upon a proposition to issue tho 

Wonale dus.22ccccscaisssssgsssecssrsssecaasacseccec22™ ange 4 | bonds of the New Orleans, St, Louis & Obleago Railroad Com- 
Freight and ticket balances due.... 6.216 00 | pany, not exceeding $3,000,000 in amount, to be secured by 
Stock and other claim#........+..+++++++ 6,496 17 | mortgage, and to be used to provide the means to improve and 
Pay roll and supplies prior to March 11.. $2,932 37 | better equip the com o_ road, and to settle - sbtedness 
POM “since March 11....+e+sseeeseeereeeee 118,605 68 | of this company or of either of the companies of which it was 
Unpaid construction accounts......++++++« seeeeeeercesee + 44,100 22] formed by consolidation; and to take any other action that 
Total $300,882 03 may be deemed necessary in reference to any such indebt- 


edness. 


Frederick & Pennsylvania Line. 

The CUommercial and Financial Chronicle says: “A coupon 
for the six months’ interest due on a $1,000 bond of this com- 
pany was recently protested in Baltimore, because the holder 
refused to sign an agreement that he had sold it to the Pen- 
sylvania Railroad, which was required before the coupon 
would be taken "- The Pennsylvania Railroad Company, un- 
der the terms of their lease of the Frederick & Pennsylvania 
Line Railroad, agreed to purchase, at par, the conpons as they 
mature, and in this case they stood ready to purchase the cou- 


This does not include what appears to be due to President 
R. G. Hervey, that account not having been adjusted. The 
Receiver states that the track is very much run down, and in 
such a condition as to require a large expenditure to make it 
safe for traffic. 


Lafayette, Muncie & Bl D. 

The track is now laid to Lafayette, Ind., 25 miles west by 
north from Frankfort, the last point noted, and 85 miles west- 
ward from Muncie, the eastern terminus. A little ballasting 
remains to be done, when regular trains will be put on. At 


Lafayette the track makes connection with the Western Divi- 








sion of the same road, which has been for some time in oper pon if the agreement at the was signed. 
tion from Lafayette to the Illinois line. uipment will, for <= 
the present, be furnished by the Cleveland, Columbus, Cincin- ANNUAL REPORTS. 
nati & Indianapolis. pe tates 
Under the law of 1873, which gives them er insuch cases, | ., P 
the Governor and Lieutenant ernor of Indiana last week Richmond & Danville. t 
heard argument on the question of forfeiture of the charter of | This gt rd owns a line from Richmond, Va., southwest to 
the company, the case bree J in the form of a writ of quo war- | Danville, 140% miles, which is extended thence to Greensboro, 
ranto from the Clinton County Circuit Court. The claim was | N. C., 481% miles, by the Piedmont Railroad, which it works 


that the company had violated the charter and had failed to 





under lease. It also owns 8.7 miles of short branches in and 


conform to its conditions. near Richmond, making 149.2 miles owned and 197.7 milcs 


Petitions were shown from the citi- 
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worked. Of these branches 
Station, 1.7 miles long, was 
leases and works North 
boro, N. C., to 223 


es neat Tteontrole the Northwestern North 
ine are ° con! e wi fo) 
Carolina = pera 


Greensboro to Salem, 29 miles. 
At the close of the fiscal year, Sept. 30, 1875, the debt of the 
company was as WS: 


Balance of loan to State of Virginia............... dpeecbe 
Other mortgage debt 


seen eeeee 


toa coal mine near Coalfield 
recently completed. It also 
from Golds- 


Poe eee eee eee 


Total m debt ($23,820 per mile)...... opaecece $3,553, 
Floating debt current balances less assets on hand. 


Total debt ($25,752 per mile)........ eocvcceses eee ++ $3,842,155 98 


During the past year an arrangement has been made with 
the Pennsylvania Railroad Company by which the Richmond 
& Danville Coney is relieved from all collateral liabilities 
incurred on account of the Atlanta & Richmond Air Line road. 
The only outside liabilities of the company are as guarantor of 
$15,000 Roanoke Valley and $13,000 Northwestern North Caro- 
lina bonds. All the bonds issued under the merige e of 
Sept. 1, 1873, have been recalled and the deed cance Of 





the bonds issued under the general martanee of Oct. 5, 1875 
the board has of #1 092,000 at 80, the floating,debt 
having been ely reduced from the proceeds. 

Of the bonds issued in 1867, under the mortgage of that date, 


the sum of $222,200 matured during the present year. Of these 
$200,900 have been presented for payment, and such of them 
as have not been paid by the compeny have been satisfactorily 
provides for by agreement with the holders, who are content 
o retain them, recei' prompt payment of the semi-annual 
interest. A portion of the annuity to the State of Virginia for 
the year has been re since the close of the present fiscal 
year. The whole of the interest on all other outstanding ob- 
ligations of the company has been promptly paid at maturity 
from the o revenues of the company. 
The work done, so far as reported, was as follows : 
; 1874-75. 1873-74. Inc. or Dec, P.c. 
Tons freight moved....... 223,170 200,003 Inc.. 23,167 11.6 
Tonnage mileage..........17,715, 14,362,791 Inc ..3,352,946 











23.3 
Passenger mileage.........37,327,680 37,138,449 Inc.. 189,231 0.5 
Average rate per ton per 
mile..... stseseccces cose 349 Cts, 4,08 cts. Dec..0.59 cts. 14.5 
The earnings from this business were as follows : 
1874-75, 1873-74. Inc. or Dec. P.c. 
Passengers...... eeee+ $260,012 38 $259,248 86 Dec.. $9,236 47 3.6 
Freight and o 
BOUFCEB....26 +.+.-- 673,045 47 666,550 05 Inc.. 6,495 42 1.0 
Total...... eeeeees $923,057 85 $925,798 90 Dec.. $2,741 05 0.3 
Working expenses.... 699,610 22 597,182 70 Inc.. 1,927 62 0.3 
Net earnings..... $323,447 63 $328,116 20 Dec.. $4,468 57 1.4 
Gross earn. per mile.. $4,709 $4,723 Dec.. $14 03 
Net earn, per mile.... 1,650 1,674 Dec,. 24 14 
Per cent. of expenses.. 64.96 64.55 Inc.. 0,41, 0.6 


Notwithstanding the increase of tonnage there has been a 
decrease in revenue, caused mainly by low rates caused by the 
competition of the Washington City, Virginia Midland & Great 
Southern at Danville. A loss in business from the same cause 
has been more than made up by the growth of local business 
and the through traffic from beyond Charlotte. The passen- 
ger business might be improved if better arrangements could 
»e made with the Richmond, Fredericksburg & Potomac road 
for through travel. 

During the year one ty 000 tons of new rails have been laid 
and preparations made ballast the track with stone. Four 
engines, one passenger and 58 freight cars have been added 
to the bey gem har my new tools bought for the Manchester 
shops and a few tools put in the Danville shop for makin 
light repairs there. e working force has been reorganiz 
on a more complete and efficient system. 

The operations of the leased North Carolina road were as 
tollows: ° 
Earnings ($2,661 per mile)..........000+ sessescccsceesss $593,429 68 
Expenses (69.22 per Cent.)......ccrsccccesesceseccccsecsece 409, 68 


Net earnings ($824 per mile)......... peeekee ease ¢.++ $183,673 00 
This shows a decrease of $55,584.71, or 28.2 per cent., in 
net earnings from the previous year. Durin e year the 
gauge of this line has been changed to five feet, much to the 


convenience of this company in working. The cost of the 
change was $56,769.44. Tegal roceecings begun against this 
company in consequence 0! change were finally deter- 
mined and set aside by adecision of the North Carolina Su- 
eee Court in July last. Short crops and depression in 
usiness affected the earnings of the North Carolina road, 
and it is also true that a large part of the business which form- 
erly passed over the Eastern Division now goes northward 
from Greensboro over the Richmond & Danville. Consider- 
able renewals of bridges and track have been necessary dur- 
ing the year. The removal of the necessity for transfers will 
diminish the expense of working, and itis believed that the 
road will meet Leas ae op during the current year. 

The Northwestern North Carolina road has continued to 
be worked in connection with this road. Its business and earn- 
ings show a satisfactory increase. 


Chesapeake & Ohio. 


This company worked during the year endin t. 30 the 
same road = tor the preceding year, as follows w 7 


Miles. 
James River wharves at Richmond to Huntington, W. Va......425.82 





LOWMOOP BEOMOR. 200000 sececcccccccccccsocsoceccs soccovescces Me 

Quinnimont Coal Branch. ........cccccsccccesesesccccscccccess 1,05 

Coal River Branch......... Ceccecccccssesecscccces cove ccccccees 2.08 
Total...... oeeeeveredeeeseeeseveccvcccscceces copes oeeeee £30.38 
The debt, as stated in the report, is as follows : 

Mortgage debt ($50,523 per mile. . «+ $21,744,000 00 





Floating debt ($21,219 per mile).. 
Coupon At ae ot aa . 
Total ($71,888 per mile)eoe ....0 5 seseeeeeeeees «++ $30,939,167 22 
With the proceedings taken to foreclose the mortgages on 
the road, our readers are faiviliar. The net earnings 
this year amounted to 1.12 cent. on the debt. 


Vice-President Wickham’ report stdtes the earnings and ex- 
penses for the year as follows : 


9,129,167 22 
66,000 00 





1874-75. 1873-74. Inc.or Dec. Pc, 
Gross earnings. ..$1,459,189 48 $1,460,189 98 Dec . $1,00045 0.1 
Work. expenses... 1,112,320 70 1,214,340 48 Dec.. 102,019 78 84 
Net earnings. $346,868 78 $246,849 45 Inc..$101,019 33 41.1 
Gross earn. per 
Mile.....secee.. $3,300 46 $3,395 79 Dec.. $5 33 0.2 
Net earn. per mile 805 96 671 74 Inc.. 234 22 40.9 
Per cent. of ex- 
PeONBEB......0. 76.23 83.16 Dec.. 6.93 81 


There has been a steady improvement in local business 
through the year. The through business is still very small, 
owing to the of rail connections with any of the Western 
centers of commerce. The total tonnage of freight carried 
was: 

Tons. 
eccccccesceccecs 118,691.15 
eeeceeeeresecess 240,877.61 





DotA. 00. cecececcccccvecceccccccccccessccsccsecccces B00,068.76 


As to the present condition of the eyo the President’s 
report says: “‘ When it beca.ae evident that the company could 


not pay the interest that would mature on the first of Novem- 
ber instant on its 6 per cent. mortgage bonds, the board of 
directors appointed a committee of seven of its members, whose 
duty it should be to devise a plan tor the reorganization of the 
company, on a basis that should be just and equitable to all 
interests. To this work the committee gave earnest and care- 
ful attention, holding meetings almost every day, and they had 
nearly agreed upon the details of a plan for reorganization 
which it was intended should be submitted to all persons inter- 
ested for their consideration and approval * * * 

“Tt is remarked here as an extraordi: coincidence, that 
Mr. Tyson, a resident of Baltimore, was in Richmond on that 
said 9th day of October, and still more remarkable that he had 
in his pocket a bond duly executed in the exact sum that the 
court had on that day prescribed, and that the bond was 
drawn in tho eae form that the court approved, and that it 
was executed by the precise number of sureties required by the 
order of court, and that the sureties were also acceptable to the 
judge who had issued the order. It is important to be re- 
marked here that the hearing of this apa and the granting 
of this crder by the court on the 9th day of October was with- 
out notice to this company, although it was well known that 
the Vice-President of the company, General Wickham, was 
within five minutes’ walk of the court-house, and that Judge 
Robertson, well known as the counsel of the company in Vir- 
ginia, and that Henry T. Wickham, Esq., his assistant counsel, 
were both within easy call.” 

The President further says of Mr. Tyson as Receiver: ‘Your 

roperty is now in his hands and subject to his management. 
Fie is @ stranger to your President and board of directors, and, 
so far as they are advised, he has no pecuniary interest what- 
ever in the property, nor have either of his sureties, all of 
whom are non-residents of Virginia or West Virginia. it does 
not appear just and.right that a property of such magnitude 
and of so great cost should be taken out of the management 
and control of its rightful owners, and be placed in the hands 
of a stranger against the expressed wish of so large a majority 
of all persons interested in it as bondholders, stockholders 
and general creditors, and, especially, as not a single person 
interested in the property asked for the appointment of 


Mr. Tyson. Your resident and directors will, there- 
fore, use every effort that they may be ad- 
vised is lawf and roper to secure a re- 
versal of the orders of the court. If they succeed in 


this, an earnest attempt will be made for a reorganization of 
the company on a plan that itis hoped will be acceptable to 
all interests. The property is a very valuable one—too valu- 
able to be wasted by litigation—and if a plan of reorganiza- 
tion can be agreed upon before much more valuable time is 
lost, and before the value of the paey is impaired by the 
costs of litigation, which costs, if incurred, must finally be paid 
out of the property, then your President and board of direc- 
tors will give their attention renee a to the work of securing 
such connections and extensions of the line as are needed, ont 
they will do so in the confident belief that, although the in- 
vestments in the securities of the company have thus far 
proved unproductive, they will finally prove to be satistactory 
in the returns they will yield to the holders of them, and that 
all the hopes and expectations which have been indulged in in 
ee’ to the great, enterprise we have so much at heart will 
ultimately be realized. 


St. Paul & Pacific, First Division. 

The following figures are from the report made to the Min- 
nesota Railroad Commissioner for the year ending June 30, 
and cover the operations of the line from St, Anthony Junction 
10 miles west of St. Paul, Minn., west by north to the Re 
River at Breckenridge, which is 207 miles v= 

The equipment consists of 17 engines, 9 first-class passenger, 
4 second-class prenenger and 8 ty Xe and baggage cars ; 182 
box, 134 flat and 8 caboose cars ; 44 hand cars. 

The funded debt reported is $11,120,500 ($53,722 per mile) 
and the floating debt $120,460. Negotiations, however, are in 
panes for the reduction of the funded debt, as we have noted 

om time to time. 

The work of the year was as follows : 

















1874-75. 1873-74 Inc. or Dec. P.c. 

Passenger train mileage.. 103,332 88,527 Inc.. 14,805 16.7 
Freight train mileage..... 155,936 157,120 Dec.. 1,184 0.8 
Total train mileage... 259,268 245,647 Inc.. 13,621 6.5 
Passengers carried... 127,579 149,547 Dec.. 21,968 14.7 
Passenger mileage... 3,191,165 3,315,390 Dec. .124,225 3.7 
Tons freight moved.. 137,713 115,750 Inc.. 21,963 19.0 


There appears a considerable decrease in passing mileage, 
notwithstanding the increase in train service. e — 
charge per passenger per mile was 3.28 cents; per ton per mile, 
8.83 cents. 

The earnings and expenses for the year were as follows: 








1874-75, 1873-74. Inc, or Dec. P.c. 
From passengers. ...$104,660 30 $176,598 43 Dec.. $11,938 13 10.2 
DUES, coccecceceres $01,175 98 352,352 28 Dec.. 61,176 30 14.5 
Other sources........ 34,766 92 23,719 32 Inc... 11,047 60 46.6 
Total earnings ..$440,603 20 $492,670 03 Dec.. $52,066 83 10.6 
Maintenance ot way.$148,130 43 $124,880 22 Inc... $23,250 21 18.6 
Mainten’nce of equip- 
DUR cnc ccdecscns 98,578 60 86,523 97 Inc... 12,054 63 13.9 
Conducting trans- 
ortation ......... 128,414 00 163,817 73 Dec.. 35,408 73 21.6 
adleries and miscel- 
laneous .......+6 29,872 75 40,409 27 Dec.. 10,536 52 26.1 
Total expenses .. $404,995 78 $415,631 19 Dec.. $10,635 41 2.6 
Net earnings ........ 35,607 42 $177,038 84 Dec.. $41,431 42 53.8 
Gross earn. per mile. $2,129 $2,380 Dec.. $251 10.6 
Net earn. per mile .. 172 372 Dec.. 200 53.8 
Per cent. of expenses. 91.92 84.36 Inc... 7.56 9.0 


The large increase in the cost of maintenance of way and 
equipment was doubtless caused by the unusual severity of the 
last winter. The net earnings for last year were only 0.32 per 
cent. on the funded debt. 

There are on the road 10 ueiiaes, having an aggregate length 
of 1,565 feet, and 127 trestles, whose aggregate length is 7,768 
feet. During the year 104 miles of board fence was put up. 


Boston & Albany. 
Dames Se fiscal year ending Sept. 30, 1875, this company 





worked the following lines: 
Miles. 
Main Line, Boston, Mass,, to Albany, N. Y......... br caseesvess 201.65 
Grand Junction, Brighton to East Boston..........cesseeeseees 9.30 
BOGS BNI 0 acc cc cccvecccecccccccecccscoccccescccegcecees 1.55 
DPOTMED TWO WOU WRAMBN, 000 cc ccccccccoccscsccccccccccceoes 1.10 
PIII 6 0 0 55.00 0nd0.o00 000 ends weceedscocsbgescereeecee 8.70 
PESO TOPGMIGR «000 cc ccccncccegmepcescdbcedecvccccsectecgoceces 12.00 
IR, <iccasg bohlweasaetasahekbaacess dbus enqnatens 3.00 
PRUGRO BTM, ..0.0.0.0. cccccccccicvccccccccocccccceccccccecoses 17.33 
RR NOE, oc ocisitdavens OtRgLbn as cétve ewe ebeesssintedios 249.63 
Pittsfield & North Adams road, leased 18.65 
Ware River road, leased, Palmer to Winchendon.. 49.00 an 
Oe WORE iin 0c 005s bansetvnsécgscnscqsebecsesses 317.28 


The Ware River has been worked only since January, 1874. 

The equipment in use consists of 65 pone and 117 freight 
engines, 239 in all; 166 passenger and 47 postal and baggage 
cars; 4,562 merchandise and 509 other cars, 
owns 98-234 parts of 55 passenger, 3 express, 5 post-office and 
10 ba, fege cars used on the New York & Boston express line, 
the other 133-234 parts being owned by the New York, New 
Haven & Hartford Company. The only change in the equip- 


The company also 








mont from the preceding year is the addition of one locomo- 
ive. 
The credit side of the capital account is as follows: 


> ital stock 20,000,000 00 





Boston & Albany bonds, 7 per cent 
Boston & Albany bonds, 6 per cent 


eee eeeeeeene 





— 6,349,000 00 
Unclaimed dividends and interest,............++eeee0es +. 29,491 42 
EE int scnicecnes cnpraddesson.2se-bewebneayany ea ,000,000 00 
January dividends, Ware River and Pitts. & N. Adams.... 34,125 00 
OUND POP UNEDs onecocsccccctccesccnceseccceceoceseevoenes 1,161,509 75 
MODE V OE FORE. so cc cccccccccccccccccesccccccesevsssevegene 3,000,000 
DE... os c0s ccccnccadecccsbsvasnecoebecedns Gord 633,588 19 
nh on cane baeness hanes esaeh..een ba aarenn .« « » $32,207,704 36 


Total 

The total cost of road and equipment was $28,592,957.30 at 
the close of the year. The Albany bonds are covered by a sink- 
ing fund which now amounts to $132,826.22, or more than the 
face of the bonds. The capital stock is $80,119 and the funded 
debt $25,434 per mile Guna cost of road and yo $114,- 
— per mile. The bonded debt has increased $791,000 during 

e year. 

The work of the year was as follows: 


1874-75. 1873-74. Inc. or Dec. P.c. 


Passenger train mile- 











DR cnrowcesecsicnes 387,240 1,378,018 Inc.. 9,222 0.7 
Freight train mileage 3,438,576 3,606,159 Dec.. 167,583 4.6 
Other train mileage. . 83,400 85,613 Dec.. 2,213 2.6 

Total train mileage. 4,909,216 5,069,790 Dec.. 160,574 3.2 
Passengers carried... 5,964,477 5,889,382 Inc... 75,096 1.3 
Passenger mileage. . . .119,720,916 122,063,286 Dec. .2,342,370 1.9 
Tons of freight moved. 2,439,472 2,683 403 Dec.. 228,931 8.6 
Tonnage mileage..... 282,309,789 290,672,369 Dec. .8,362,580 2.9 


The number of passengers was made up by 63,304 first-class 
and 2,957 third-class through, 5,895,707 first-class and 2,509 
third-class way gr ge the number of through passengers 
decreased 14 per cent. Of the freight moved 121,414 tons 
through and 445,736 tons local freight were carried westward, 
621,716 tons through and 1,250,606 tons local freight eastward. 
There were 1,035,807 barrels of flour carried from Albany to 
Boston, and 758,718 barrels from Albany to way stations, the 
total number of barrels carried being 1,794,025, a decrease of 
249,719 barrels, or 12.2 per cent. from the preceding year. The 
cost of transportation for each unit of traffic, passenger or ton 
moved one mile, was 1.114 cents against 1.227 cents the pre- 
ceding year. 

The receipts and expenses for the year were as follows : 











1874-75. 1893-74. Inc. or Dec. P.c. 
Passengers...... $2,972,454 65 $3,015,376 86 Dec.. $42,922 21 1.4 
i SPOT 4,328,130 74 65,283,599 21 Dec.. 955,468 47 18.1 
Mails and other 

BOUrCES ...... 569,368 12 664,151 80 Dec.. 94,783 68 14.3 

Total receipts. $7,869,953 51 $8,963,127 87 Dec..$1,093,174 36 12.2 
Repairs of road.. 1,091,196 08 1,571,701 10 Dec.. 480,505 02 30.6 
Repairs of en- 

GAMA. cccccces 306,022 95 599,455 73 Dec.. 293,432 78 48.9 
Repairs of cars.. 554,757 20 612,875 07 Dec.. 58,117 87 9.6 
Repairs of build- 

ings, etc...... 107,172 31 106,517 60 Inc... 654 71 0.6 
Transportation 

expenses...... 3,188,786 83 3,523,040 76 Dec.. 334,253 93 9.5 
General expen’s. 123,967 51 134,621 42 Dec.. 10,653 91 7.9 

Total expenses$5,371,902 88 $6,548,211 68 Dec..$1,176,308 80 18.0 
Net earnings... .$2,498,050 63 $2,414,916 19 Inc... $83,134 44 3.4 
Gross earnings 

per mile...... $24,804 00 $29,387 00 Dec.. $4,583 00 15.6 
Net earnings per 

WHA scvecericcs 7,873 00 7,918 00 Dec.. 4500 0.6 
Per cent. of ex- 

penses........ 68.26 73.06 Dec.. - 480 6.6 


The very large proportion of decrease in repairs of road and 
of engines is especially noticeable. The decrease in earnings 
is largely due to the very low rates on through traffic during 
the year, which have resulted in a conidigtatho falling off in 
earnings from that source, while the actual] volume of the 
traffic has been nearly the same. The tonnage of through 
— in both directions is larger than last year, and that car- 
ried westward is the largest ever reported. The decrease in 
freight tonnage was entirely in local freight. The diminution 
of expenses is due to the large expenditures heretofore made 
from net earnings in improvements of the road and equip- 
ment, which are now beginning to be a source of revenue. 

The improvements in re last year at East Boston, 
Worcester, Springfield and Russell are all completed and the 
first three have become sources of revenue. During the year 
4,000 tons of steel rails were laid and 1,500 feet of iron bridging 
substituted for wood. New engines and cars sufficient to make 
up for depreciation were built. The road and equipment are 
now in excellent condition. 

The income account for the year was as follows: 


Surplus from preceding year.........-+.eseseesesecsecs $3,559,831 47 
Net income fOr the year... cccccccccccccccccesscscccece 2,498,050 63 
Premiums on bonds and stock and addition to sinking 

TOME. sccrscccrercocccesocesocs 1000 Coccegcesesecegeess 79,713 80 





$6,187,595 90 
Interest account...... 
Dividends, 10 4 cent 
Rent, Pittsfiel 


SPOR eee ee eee ee SERRE eee eee eeeeeees 


2,504,007 71 
Surplus at close of year $3,633,588 19 
President Chapin’s report says, in closing: ‘‘ Among the 
works calling for large outlays of money which have demanded 
the attention of the board, everything seems now to have been 
completed, except the proposed improvement in the passenger 
accommodations at Boston. Fortunately we can enter upon 
this work without taxing either our income or credit for the 
means to carry it out. The greater part of the land requisite 
for the purpose has already been bought and paid for, and we 
have property no longer needed for the uses of the corporation, 
= will ish ample means for the completion of this 
work. 
**It would hardly be proper, perhaps, in view of the expe- 
riences of the past, and our hopes for the future of this po a 
try, to speak of any railroad as a completed enterprise, but so 
far as the needs of the present or probable requirements for the 
future demand attention, we believe that your property is in a 
condition to challenge comparison with that of any railroad in 
the country. 

‘** While we have dwelt with some satisfaction upon the mate- 
rial strength and Laie seriy of the corporation, enabling us as 
it will to meet every just demand of our patrons, and to afford 
to the public the highest grade of service at so low a cost, it 
will be a source of gratification to you, also, to know that the 
financial condition of your property was never so well assured 
as at the present time. The past year has been one that could 
not fail to test the real condition of every business enterprise. 
Mindful of this fact, your directors have watched with un- 
usual care the operations of the road, and have endeavored to 
pas gee its affairs with a true regard for the rights and inter- 
ests of all concerned, the public, the stockholder and the em- 

loye. At the close of the year they made a thorough inspec- 
ion of the road, and atter a careful examination into its ma- 
terial and financial condition, are led to the conclusion that, 
with faithful and judicious management, it must continue to 
be an investment from which its owners may expect in the fu- 
ure, as in the past, their regular dividends.” 

















